‘affic Studies a Better Guide to 
_ Service Adjustment than Statistics Alone 
‘HERE was a time when electric railway service 
was determined by the superintendent or other 
ane cer, unassisted by information of any sort. Little 
attention was paid to. comparative statistics, such as 
given by the revenue per car-mile or per car-hour. If 
the receipts were sufficient to cover the expenses and 
‘leave plenty for return on the capital, little thought 

__Wwas given to such matters as analyzing the figures on 

any basis. That day has passed, and in its stead the 
va tor has come forward with periodical statements 
_ showing the revenue and expenses reduced to terms of 
all sorts of units, such as the car-mile, the car-hour, 
the mile of track, and such other things as officials of 
the road think are desirable. Periodically he prepares 
balance sheets and statements showing the income and 
Peccenditure classified with infinite detail. 
It is not particularly difficult for an accountant to 
- determine what it costs to operate the average car or to 
tell what the average receipts are on any desired basis. 

The difficulty is that the manager is likely to look over 

his balance sheet and spot at once the routes where the 
receipts do not equal the costs. Too often he comes 
immediately to the conclusion that the red figures rep- 


_ nated at. once. The result is likely to be a cut in service. 
_ On the other hand, a line which shows a good margin of 
receipts over expenditures is likely to be left alone, or 
__ even have its service increased. 
50 many things enter into the receipts and expenses 
that it is difficult to classify them with great accuracy 
5 “i on a car-mile, car-hour or other similar basis. Statis- 
_ ties of this sort must be used with caution, for while 
they give a great deal of information of much value in 
determining the correct service, a manager who does not 
go beyond what the figures show is likely to make his 
results worse. 
A far better method of attacking the problem of 
giving necessary service is the traffic survey. The 
‘paper read last week at the convention of the Canadian 
Electric Railway Association by Alexander Jackson, 
perintendent of time-tables Public Service Railway, 
tlined a method which may be used to give real in- 
‘ormation on the necessities for each line. Analyses 
uch as he proposes will make it possible to determine 
_ the correct service, regardless of earnings. It fre- 
_ quently happens that a line which is long, or which 
does a great transfer business, may show relatively 
/ small receipts per car-mile or per car-hour, while the 
service demand on it is very great. Another line that 
- does a large cash business, or is relatively short, may 
show high receipts and correspondingly low expenses. 


possible to adjust the service to the real demands. 
When it is figured that saving one car on the base 


U. 


traffic survey eliminates all of the doubt and makes 
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schedule will cut expenses $15,000 to $20,000 a year, 
it is not difficult to see that even with a medium-sized 
property the traffic study will pay for itself handsomely. 
It is safe to say that practically every system operates 
some waste service, and that on some lines there are 
conditions of overcrowding. By taking a part of the 
saving which may be obtained from proper adjustment 
of the service to establish an effective traffic depart- 
ment, the service can be so planned that passengers will 
be better suited, and the revenues of the road are 
almost bound to increase. Attention to this will in 
practically every case give better and more lasting 
results than putting too much dependence on statistics 
which may or may not reveal the true state of affairs. 


Is a Standard Subdivision of the 

Present Primary Accounts Desirable? 

HE effort of the joint committee on engineering 

accounting of the Engineering and Accountants’ 
Associations to prepare subdivisions for the primary 
accounts in the standard classification for class A roads 
is a step well worth while at the present time. When the 
original classification covering operating expenses was 
drafted some twenty-six years ago, and again when the 
classification was expanded in 1907 and 1914, several of 
the engineering and legal questions which are now 
recognized as of great importance in electric railroading 
had not arisen. 

This does not mean that changes in the classification 
itself are necessary. It does mean, however, that some 
of the larger roads desire more information in regard to 
their accounts than is prescribed in the classification. 
For this reason it is obvious that they will divide their 
primary accounts into certain subdivisions, and it is 
well that a committee should report on those divisions 
which appear to it to be the most advantageous. The 
extent to which some companies are already following 
this practice is shown by the long list of sub-primary 
accounts in the way and structures operating expense 
accounts kept by a large company on the Pacific Coast 
and listed on page 1046 of the June 23 issue of this 
paper. 

Of course, opinions may differ as to the basis on which 
these subdivisions should be made. In the way and 
structures operating expense or capital account, for 
instance, one basis might be the kind of material used 
in the track structure. Thus, the subdivisions for the 
tie account might be wood, steel or concrete, for the 
paving account, wood, brick, asphalt or other enumer- 
ated kinds of paving, and for the rail account, different 
shapes or degrees of hardness. While such figures would 
be of interest in giving comparative data for different 
materials or forms of construction, it is interesting to 
note that in the many subdivisions in the classification 
published June 23 this method has been followed only 
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in connection with the paving, and there it is used to 
differentiate only between two kinds of paving, namely, 
asphalt and concrete in one group and oil macadam in 
the other group. 

On what basis, then, should the accounts be divided? 
While the author of the article mentioned did not answer 
this question directly it is evident that the Pacific Coast 
classification does show a pretty consistent effort to keep 
the charges for material and for labor separate from 
each other and also to keep a separate record of the cost 
of the transportation of the material to the point of use, 
whether hauled by outside teams or in the company’s 
own work trains. There is also the subdivision under 
all appropriate primary accounts of “municipal and legal 
requirements and property retired.” 

Probably one of the most important applications in 
the future of these sub-primary accounts will be in valu- 
ation work. Here it might often prove very convenient 
for a company to'be able to separate the cost of labor, 
cost of material and transportation from the other 
charges, so a set of divisional accounts might bring to 
light items of original cost of considerable size which 
otherwise would be hidden. In still other cases it is 
easy to see that a record of expenses classified under 
“municipal and legal requirements and property retired” 
might also prove useful. 

Obviously, each company will have to select the 
sub-primary accounts which its conditions require, but 
an active committee can be of great help in suggesting 
what sub-primary accounts are desirable. 


Cultivate Tact in Enforcing 
the Regulations 


VERY electric railway has a set of rules governing 

the conduct of passengers on its cars. Spitting on 
the floor is prohibited as a matter of public health, 
smoking is forbidden or restricted to a certain section 
of the car, and disorderly conduct is not allowed. Just 
how far the railway should go in enforcing these regu- 
lations is somewhat of a problem. Experience shows 
that the mere posting of a notice warning passengers 
against these actions is not a sufficient precaution. 
Conductors sometimes make mild remonstrance against 
objectionable behavior, but how seldom it happens that 
a conductor takes really vigorous action to stop a 
nuisance. 

Some curious notion seems to exist that when a rail- 
way insists upon adherence to rules of decent behavior 
on the part of its passengers it is meddling in an un- 
warranted way in their affairs and abridging their 
constitutional rights and privileges. There is, however, 
no sound basis for such an idea. The cars are the 
domain of the railway and the conductor is the repre- 
sentative of the company. As such he should see to it 
that the ‘rules of the company are lived up to. For every 
one person who may feel injured by being compelled to 
obey the rules there are a dozen or a score of passengers 
who will feel irritated and annoyed if some one else 
is allowed, under the guise of liberty, to create a 
nuisance in the car. The enforcement of rules should 
therefore be strict, not only because they are funda- 
mentally right but also because it will pay to have them 
observed. 


In this process the rec heed occupies ‘a difficult 


position. It is not the desire of the company to make: 


its regulations onerous, yet, for the sake ‘of the protec- 
tion and respect of the patrons in general, the conductor 
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often has to take matters in hand. Here is where a 


tactful approach, a friendly appeal to the offender’s bet- 
ter sense, quietly made, is usually far more effective 
than an abrupt command or a bullying warning. Some 
special attention to this matter might well be given by 
managements, just as another step in cultivating those 
qualities in the trainmen which help to build the good 
will of the public. 


Reduction of Accidents Is Worth 


Paying Well for, If at All 

N MANY roads payments for accidents and damages 

form a not inconsiderable part of the outgo, fre- 
quently reaching 5 per cent of the gross revenue and 
sometimes as much as 10 per cent. In the final analysis, 
very few accidents are unavoidable, although not all are 
caused by the carelessness of the company’s employees. 
The West. Penn Railways has set as a goal the elimina- 
tion of all accidents that can be charged against the 
trainmen, as described in an article that is presented 
this week, 

The outstanding feats of the accident prevention 
campaign on the West Penn is that the company has 
been willing to share generously the benefits of accident 
reduction with the men. It-may be argued that the duty 
of a trainman is to operate without accidents, so that 
there should be no special merit or consideration at- 
tached to their elimination. Acting on this, certain 
roads have made the attempt to get safe operation 
merely through appeals to the men’s consciences, The 
appeal to conscience, however, is not nearly so great in 
the average individual as that to the pocketbook. The 
opposite argument to the foregoing is that the careful 
trainman ordinarily gets no more pay than the careless 
one, so why should he do more than keep out of such 
situations as will jeopardize his job? 

The idea of having the men divided into groups is not 
new, although usually on other properties one carhouse 
or division has been pitted against another, while here 
each division is divided against itself. By this means 
the contest is localized so that the men know those 
against whom they are competing, and the spirit of 
rivalry is intensified. 

The second part of the West Penn plan, in which each 
man is paid a reward in proportion to the length of time 
he has immunity from accidents, gives a chance for the 
individual to compete not only against his fellows but 
against himself. The rewards are substantial, and the 
quarterly settlement plan allows enough money to accu- 
mulate so that the payment will purchase things really 
worth while. There also is the feeling that if a man 
loses his standing by having an accident he must begin 
at the bottom again, and it will be ten months before he 
is getting the maximum payment. This should prove 
to be a decided stimulus to the men to keep | their 
records clear. 

The claim may be made that the payments will be 
burdensome in case all the men are getting the maxi- 
mum bonus. This is quite true, but it is equally true 
that the payments for damages will be eliminated en- 


tirely in that event. It is estimated that the maximum 


rate of payments will be about one-third the present 
accident expense. If a bonus for safe operation is given 
at all, it ought to be a worth-while bonus. It is believed 
that some companies have almost aroused the contempt 
of the men rather than their enthusiastic co-operation 
by making the bonus a mere pittance. 
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~ Time of Painting a Car Cut in Half 
re Methods Used at Cold Springs Shops, Milwaukee, 


Prove Effective and Economical—Guards and Acces- 
sories Are Used as a Result of Labor Time Study 


. . By J. A. Lucas 


5 Superintendent of Rolling Stock, 
; Milwaukee Electric Railway & Light Company 


ae” : 
# Coe iow ot interest has 
ie been shown of late in the pneu- 
matic spray painting system as 

installed in the various electric rail- 
way shops throughout the country for 
the painting of interurban and city 
passenger car equipment. The change 
from the brush, or hand method, to 
the spray method was made about two 
and one-half years ago at the Cold 
Springs shops of the Milwaukee Elec- 
tric Railway & Light Company, first 
as an experiment, and later it was 
adopted as the standard shop practice. 
Previous to this change, the method of 
spray painting was used somewhat at 
the shops on car trucks, structure and 

| utility equipment, the small outfit for 
dl rough work not being adaptable for 
the heavier paint and varnishes used 
in repainting of cars. Information 
had been received by the company 
concerning work that was being done 

. in other lines with the paint spraying 
outfit, also that car builders were 
using Spray painting on the new cars. In Spray Painting the Exterior with Sash Removed, the Windows Have Special‘ Guards 
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Claims of the manufacturers of the to Keep Paint from the Interior 
spraying equipment as to labor and 
time saved were so attractive that the company de- The cost of painting work consists essentially of (1) 


cided in the fall of 1920 to arrange for a test of this paint materials and paint supplies, and (2) labor ex- 
type of equipment, to determine whether it could be pended in mixing and applying the paint. The approxi- 
applied to advantage to the work at the shops. The mate relationship between the first..and second items 
results obtained warranted the purchase of additional before spray painting was used.is: indicated below, this 
equipment, and plans were extended to embody certain being the result of actual analysis of cost returns on 


—_ 
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other work, notably the spray painting of cars. car painting work prior. to. the introduction of spray 
Painting may be said to be the direct application of painting. 1 EE 

a liquid substance to the surface of material for the 1. Paint, materials and supplies........25 per cent 

purpose of preserving and beautifying the same. The 2. Paint-labor ate RC RO Ceara ois 75 per cent 

importance of painting has been more generally recog- It. is therefore seen that about three-fourths of the 


nized in recent years and may be summed up in a few car painting cost was for the labor component. At 
words adopted by the paint men—‘“save the surface and. that time, the great bulk of the painting work at the 
you save all.” Of the 857 revenue passenger cars:‘owned. Cold Springs shops was done by brush, but early in 
and operated by the company, under the present system, 1921, following the spray painting test mentioned, the 
about 350 cars are being put through the shops per spray method was adopted for painting the car body 
year. At this rate, repainting and revarnishing the. exterior, and has been followed with results that have 
car equipment will take about three years. By repaint- been gradually becoming better as the workers became 
ing and revarnishing as frequently as this it is believed more thoroughly familiar with the method and ap- 
that money is saved by doing less work each time the paratus. The application of this system has been ex- 
car is in the shop than would be the case if the period tended until, at the present time, the entire body ex- 
was much longer. The cars also appear cleaner terior (including the lower and upper body and roof) 
and more attractive to the patrons. In addition to is being spray painted; on the interior, the floors, head- 
the above work, the large number of utility and ex-_ lining, seats, and panels are spray painted or varnished, 
__- press cars are painted by the same method. They are using special guards to protect the woodwork, sash and 
he put through the shops on a regular though independent molding not to be coated. Likewise, the method is made 
schedule. : effective on some other miscellaneous items of work. 
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Spray Painting Seat Frames. Backs Are 
AY, Protected by Covering 


When the company first began its experiments with 
the pneumatic spray painting, the small amount of work 
done in the shops during the winter months when the 
doors were closed did not create any particular amount 
of objectionable mist or fumes. As the work was ex- 
tended in the spring and summer the fumes were read- 
ily dispersed by the ventilation resulting from having 
the doors open at both ends of the paint shop. The fol- 
lowing fall when it was necessary to close the doors, a 
restricted area of the paint shop was inclosed, as a 
paint spraying compartment, and. equipped with the 
requisite fans and ventilating equipment. This allotted 
space is of such size as to accommodate six cars at 
one time and also room for spraying of seat cushions 
and other miscellaneous work which becomes necessary. 
The saving in our painting labor has been ample to 
pay for this inclosure and, in addition, the spray paint- 
ing apparatus itself. 

All operators of the paint spray are protected from 
the fumes by respirators, worn individually. There are 
three or four masks available for each man so that 
while he uses one, others can be cleaned or soaked in 


Scheme Used to Fit Front Windows with Specia! Guards 
and Side Windows with Canvas 
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antiseptic solution. ; 
month by the company doctor and there has been no 
indication of any detrimental effects on the workers 
resulting from the use of this method. Cleanliness is 
as requisite to good health with the brush-method of 
painting as it is in the spray painting method. While 
some opposition was met when the system was installed 
on account of the old painter hands objecting to the 
use of apparatus, determination and insistence that the 
spray method was to be used finally produced results. 
The number of hours during which the spray method 


was used during a month was submitted to the superin- 


tendent of shops and equipment, and if a noticeable 
falling off was recorded, effort was made to correct that 
condition for the ensuing month. Within the last six 


COMPARATIVE MAN-HOURS FOR ACTUAL TIME FOR PAINTING A 
“500"-TYPE CAR 


SCHEDULE OF PAINTING 
Spray Method 
Actual Actual 
Description of the Operation Time Description of the Operation Time 
Clean and paint trolley bases 0.8 


Brush Method 


Paint first coatlead.......... 6.8 dey ‘paint outside complete 
tileads sas <a trae aie 0.8 
Paint second coat color....... 7.8 Spray paint outside complete 
second color.............. 0.8 
Paint third coat color.......... 10.0. Sprpy paint outside complete 
third color. sch os. eee 0.8 
Feasnt flOor . ..<2<ae te cr seis 8.0 Paint floor (brush method). . . 8.0 
Spray roof, upper and lower 
PepeerOO8 . .. sin. meeetenere 6.0 deck light frames. . 2.0 
Spray varnish entire “body 
Varnish (outside) first coat... . 6.0 first. coat... 2 5o.ee eee 1.0 
Spray varnish ones. Pes 
Varnish (outside) second coat.. 6.0 second coat. i 1.0 
Letter and stripe......... . 5.0 Letter and stri e. Zest 
Sand, stain and touch-up. 10.0 Sand, stain and touch-up* 10:0 
Varnish inside compt..... . 7.5 Varnish inside—spray... Le, 
Spray trucks.......... ne 0.5 
Paint headlining first coat..... 7.0 Spray headlining first coat... . 2.0 
Paint headlining second coat. . 7.0 Spray headlining second coat.. 2.0 
Paint seat backs............ 4.5 Spray seat backs............ 1.0 
Paint seat cushions.......... 2.0 Spray seat cushion.......... 1.0 
Paint outside of doors, first. . 1.2 
Paint outside of doors, second, LL 
Paint outside of doors, third. . V2 
Varnish outside of door, first... 1.0 
Varnish outside of door, 
second:).).. cig eve eee 1.0 
Touch-up after spraying last 
coat of paint (*brush work) 1.8 
Touch-up varnish.,........ F 2.0 
SEOCSIG. :.-. ..csn. cee eee 94.1 46.4 


* Remain the same as under the brush method. 


months this record has shown a noticeable increase each 
month, serving to indicate that the men have accepted 
this method of painting. 


The photographs shown herewith illustrate to some 


extent the spray painting of cars as undertaken at 
the Cold Springs shops. Unique guards have been de- 
vised to protect the surfaces not to be coated. In 
spraying the exterior of cars, the car is first sanded 
and puttied, all sash removed, and replaced with sheet 
iron or cardboard sheets to protect the interior of the 
car. In some cases, where sash is not removed, the 
glass is covered with a special paste (calcium chloride 
and. flour), which prevents the paint from ‘becoming 
attached to the glass and can therefore be readily 
scraped and washed off.. On certain types of cars an 
ingenious guard made up of wood strips has been de- 
vised which fits into the slot originally occupied by the 


window sash. These guards are readily removed and 
applied, a set of them comprising enough to cover one- — 


quarter of the windows and openings in the car. Cheap 
labor may be used for the application of these guards, 
it requiring about one hour to put them up and take 
them down for a complete car. 
hour . (average, eight-tenths of an hour) required for 


All painters are examined every 


With one-half to one 


3 


f 


the actual spraying, the total time required would there- 
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At Left—Varnishing Rattan Seat Backs Inside Car by Spray System. At Right—Method of Varnishing Seat Cushions 


fore be two hours maximum for one coat of paint. To 
enamel the headlining a special guard to cover the 
molding and deck sash was constructed. For spraying 
seat backs and inside of the car with the tan-colored 
enamel, sheet-iron guards were made for the varnish 
woodwork of car sides. To spray the seat frames, 
which operation is accomplished outside of the car, it 
was found necessary to inclose the seat back in a sheet- 
iron covering of special design. The secret of the use 
of this method ‘lies in the proper protection of the 
parts which are not to be covered with the particular 
coat being applied. Little concern is felt for the fact 
that a drop of paint of one particular color falls upon 
a portion of the car or seat which is later to be cov- 
ered with a different color. In overcoming this diffi- 


culty as well as cases where oil or grease may be en- 
countered, the spray method covers in a very satisfac- 
tory manner. 

The advisability of installing the necessary paint 
spraying equipment developed into a problem of deter- 
mining whether the money saved in painting labor 
balances favorably the fixed charges and operating costs 
of the necessary spray equipment and facilities com- 
bined with the increased amount of material used. 

From accurate stop-watch time study observations 
made in connection with the premium system of wage 
payment used in the shop, it is estimated that 21,000 
hours saving is effected yearly by the use of “spray” 
method of painting cars. At 60 cents per hour, which 
is low for this type of labor, the labor saving in dollars 


At the Left, Special Guards Used in Window Openings. 


At the Right, in Painting Outside of 
] r Car the Windows Are Protected by Special Paste 
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and cents should faH between $12,000 and-$13,000 per 
year. The additional capital investment necessary to 
provide equipment and inclosure to permit of the.spray 
painting of cars approximates $3,000. Deducting fixed 
charges, etc., it leaves an estimated net annual saving 
of about $9,000 to $10,000, which sum more than justi- 
fies the change to the spray method. The reduction in 
time necessary to have the cars in the paint shop 
relieves somewhat the crowded conditions the depart- 
ment was burdened with and is an argument in favor 
of this particular method. 

One of the important features of this method is the 
correct regulation of the air, which must be continu- 
ally in good condition. Moisture will spoil the evenness 
of the color coatings and is especially bad for varnish 
coats. Cooling coils and traps for drawing off the 
water have proved so satisfactory that even in damp 
weather little trouble is encountered. Proper regula- 
tion of the spray nozzle and air pressure on the paint 
reservoir is easily learned, and the proper application 
of the paint will give a job which is smoother and finer 
in finish than can be had by the brush method. In 
the inauguration of such a system in any particular 
shop* it is recommended that one experienced man be 
obtained who is familiar with the spray method and 

{ ‘he olber men required for spray work be ambi- 

s young men who are anxious to learn the advanced 
ietivod of painting. It is thought in this way that 
greater satisfaction will be obtained than where old 
painters are forced to use this method. There will 
always be a certain amount of hand-brush painting 
required to keep those regular employees who cannot 
change to the new method. In expanding the painting 
program the air spray will take the place of a number 
of new men and will materially assist in doing more 
work with the same number of men. 


City Zoning Limits Congestion 


Restrictions on Building Construction and Use Pro- 
mote General Community Welfare and Tend 
Toward Decentralization—Careful Zoning 
Improves Local Transportation—Rec- 
ommended for Providence, R. I. 


ONING, according to a recent report by Robert 

Whitten to the joint standing committee on ordi- 
nances of the city of Providence, R. I., consists in action 
by.a community, through the enactment of an ordinance, 
to regulate the use of all real property in the city for the 
promotion of health, safety, prosperity and the general 
welfare. A comprehensive zoning plan divides the city 
into districts and prescribes the appropriate uses, build- 
ing. heights and yard and intensity requirements for 
each district.. It prohibits business and industry in 
residence ‘districts and prohibits industry in business 
districts. 

With the entire city divided into districts in which the 
future development is fixed, a surer basis is provided 
for the determination of-traffic streets, roadway widths, 
types of street paving, etc. The cleaning of streets is 
facilitated and the hazard of fire is reduced. By assur- 
ing the permanency and integrity of the character of 
districts, zoning conserves the value of buildings and 
land, preserves taxable values, promotes convenience, 


comfort, contentment and a more attractive environment ; 


in residence districts and maintains and protects the 
home and civic welfare. 


the city. 


‘ 
. 
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Congestion is-one of the most vital and difficult prob- 
lems confronting cities at the present time—street con- 
gestion, transit congestion, land overcrowding and the 
congestion of population. Zoning can make a very great 
contribution to the reduction or prevention of these con-’ 
gestion evils. In the first place, zoning and regional 
planning can do much to lessen the increasing concen- 
tration of business and industry in the central part of. 
This concentration means increased traffic, 
transit and housing congestion. 


DECENTRALIZATION OF BUSINESS AND 
INDUSTRY DESIRABLE 


A movement toward the decentralization of business 
and industry can be furthered by careful zoning. The 
heavier industries naturally move out as land . values 
near the center increase and opportunity for expansion 
is blocked. But the place of the large plant is usually 
taken by a number of light manufacturing establish- 
ments having several times as many employees as the 
former plant, thus adding greatly to transit and housing 
congestion. The spreading out of the industries and 
the establishment of industrial centers in suburban sec- 
tions can be promoted by zoning. Zoning regulations 
can also promote the development of important sub- 
centers that will take care of much of the business that 
would otherwise increase congestion in the central area. 
Zoning can further decentralization: 


1. By providing in the zoning plan for large business 
districts around a number of the most important traffic and 
focal points throughout the city. 


2. By providing for local or suburban industrial centers _ 
and for the extension of the industrial areas far out into 
the suburbs along most of the railroad lines. 


3. By limiting the expansion of the central business and 
industrial areas, and thus tending to crowd out’ business 
and industries that can be more economically and appro- 
“and located away from the main business, traffic and 
high value center. 


4, By limiting the height of buildings in the central busi- 
ness and industrial area. This limits expansion vertically 
and has to a slight degree at least the same effect as the 
limitation of expansion horizontally, above referred to. 

The decentralization of business and industry, as 
above outlined, is also essential in order to prevent the 
congestion of population in the residence sections adja- 
cent to the central area. Employees working long hours 
at low wages can afford neither the time nor the money 
to live far from their work. In New York City it has 
been shown that a very large proportion of such em- 
ployees will live within walking distance of their work, 
even though this necessitates their living in the most 
congested and unwholesome quarters. The movement 
of industries and places of business away from the 
center will make it easier to prevent. congestion and 
secure better housing conditions in the residence sec- 
tions adjacent to the central area. 

The problem of congestion of population can also he 
directly attacked under a zoning ordinance. This igs. 
accomplished through the requirement of a certain num- 
ber of square feet of lot area for each family, for which 
a tenement is arranged. Without such control there is 
a continual tendency in tenement construction to in- 


.crease the number of stories and families and to de- 


crease the size of rooms and the number of rooms per 
family. Congestion breeds congestion. Under a zoning 
plan, congested conditions already existing in any sec- 
tion of the city cannot be helped, but the extension of 


such conditions to other areas can and should be 
prevented. 


rs 


~ 


eT ee 


i i, % 
a July 7, 1923 


At See es Oe 


ee 
1 *. 
= 


fa a 


J ae 


/ 


Thy tt i a re 


E 
: 


ELECTRIC RAILWAY JOURNAL 7 


Safety Pays Men Real Money 


‘West Penn Railways, in Drive for Reduction of Accidents, Inaugurates Team Rivalry Among 
~ Trainmen, with Prizes Quarterly—Cash Awards Are Also Paid Individuals on Scale 
Increasing with Length of Clear Record—Bonus May Amount to $150 a Year 


tion of accidents on the West Penn Railways. 
While this road has had an excellent accident: 
record i in the past, the management has felt that it could 
be bettered and, beginning with the first of the current 
year, has inaugurated an intensive campaign for the 
elimination of every possible accident. 
Two plans have been worked out for the reduction of 
accidents, under the leadership of Daniel Durie, general 


a) A SYSTEMATIC drive is being made for the reduc- 


superintendent of Territory “‘A,’ with headquarters at 


Connellsville, and Joseph Black, general superintendent 
of Territory “B,’ with headquarters at New Kensing- 
ton. One is a contest between teams and the other 
is an individual campaign with a cash reward, with in- 
creasing payments depending on the length of immu- 
nity from accident. 

The West Penn Railways operates some 200 miles 
of interurban railway lines in the Connellsville coke 
region and in the Allegheny Valley. The lines are 
largely on private right-of-way and the cars run at 
fairly high speeds, although the grades are heavy on 
some of the divisions and the curves are sharp. 


CONTEST BETWEEN TEAMS INDUCES RIVALRY 


The first plan, which has been in effect since the 
first of the year, is a contest among the trainmen, who 
are all enrolled in the competition. The trainmen in 


each operating division of the road have been placed 


in groups of from twelve to eighteen men, so as to have 
the number in each group as near alike as possible. In 


_ order to prevent any charge of favoritism in making 


up the teams they have been picked arbitrarily. In 
the Connellsville division, for instance, three teams were 
made up from the fifty-three trainmen by first allot- 
ting the motormen in alphabetical order to the three 
groups. The conductors were then placed on the same 
teams with their motormen, while the extra men and the 
one-man car operators were apportioned among the 
three teams. 

Only such accidents were considered in the contest 
as it was felt the trainmen could prevent. It was not 
thought advisable to include other incidents that must 
be reported on the accident record, such as ejections, 
disturbances on the car and others of similar character. 


‘Had they been included it was felt that possibly a con- 


ductor might not do his duty to the extent of ejecting 
.2 Passenger for non-payment of fare. The classifica- 
“tion ‘of. the accidents that are included as the basis of 
the contest are as follows: 
_ (a) Collisions with vehicles. 

‘(b) Collisions with persons. 

(c) Collisions with animals. 

(d) Collisions with electric and motor vehicles. 
Collisions with cars. 
Cars left track. 
Boarding and alighting from moving cars. 
Boarding and alighting from stationary cars. 

(1) Fell in, on or off car. 
~ (m) Fell off car on curve. © 


_* 


of 


, 


When an accident happens that falls in any one of 
these classifications it is counted as one point against 
the crew in charge of the car on which it occurs. The 
conductor and motorman each takes half the respon- 
sibility. When two men from different teams are in 
charge of a car involved in an accident one-half is 
charged against each man. In the case of work cars 
or one-man cars the full accident is charged against 
the man operating the car. 

When an accident report has been turned in and has 
been classified it is recorded on a large form which is 
posted in the carhouse. The record of the Connellsville 
division for the first quarter of 1923 is reproduced 
as typical. Each accident is denoted on this record by 
the letter corresponding to the classification under 
which it falls, as explained previously, being entered in 
the block for the date of its occurrence. In case men 
on different teams are involved in one accident, it is 
shown as two half accidents by the diagonal lines divid- 
ing the squares. 

At the end of three months the accident record is cast 
up. The team having the smallest number of accidents 
charged against it is given its reward in the form of 
a banquet, at which the men are the guests of the com- 
pany. 

As a result of the posted record, the men are able to 
compare their standings day by day, so that an intense 
rivalry has developed among the teams in each division. 
This is indicated by the fluctuations in the standing of 
the teams from day to day through the quarter. The 
first one, for instancé, had a perfect record for January 
and but two accidents during February, while for 
March it had the high record, with five and one-half 
accidents. The other teams, while behind in the first 
month, had relatively better showings in February and 
March. In several cases men have been transferred 
from one run to another, and extra men assigned to one 
team have worked with regular men on other teams, 
so accordingly some half accidents appear on the 
record. 


INDIVIDUAL ACCIDENT CAMPAIGN 


The second method for the reduction of accidents is 
entirely independent of the team contest just described, 
although supplementary to it. This is an individual 
campaign among the trainmen, which was begun May 1 
in order to give an incentive to the individual to prevent 
accidents, even though the team to which he is assigned 
in the contest may be at the bottom. 

The plan consists of a series of cash rewards paid 
each man who is able to go through an entire month 
or longer without an accident. In case his record is 
clear for one month his account is credited with $1. 
A second consecutive month without an accident gives 
him an additional credit of $2, while a third month with 
no accident gives a further credit of $3. For each suc- 
cessive month in which his record is free from any 
accident he is given a credit, increasing at the rate of 
$1 a month, until ‘the tenth month is reached, for 
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which the amount will be $10. For each consecutive 
month thereafter in which his accident record is clear 
he will get a credit of $10. 

In order to have a sufficient amount of money accumu- 
lated that it will mean something worth while to the 
individual, 
monthly. That is, when a man has gone through the 
first three months without an accident he is paid $6. 
If he continues through the next three months without 
an accident his payment is $15. At the end of the 
ninth month with a clear record he gets $24 for the 
third quarter. At the completion of the twelfth consec- 
utive month free from accidents the amount due for 
the fourth quarter would be $30, but in addition a 
cash prize of $25 is included for the full year with a 
perfect record, making a total payment of $55. Each 
man who goes through an entire year without an acci- 
dent thus gets a cash reward of $100 for his. accom- 
plishment. 

If the same man should continue through a second 
year with a clear accident record he would get $30 at 
the end of each quarterly period, but at the end of 
the twenty-fourth month he would be entitled to an 
extra $30 for completing a second accidentless year, 
making a total payment for this year of $150. It is 
planned to follow the same schedule of payments for 
each subsequent year a trainman has a clear accident 


* record. 


When a man has an accident charged against him he 
automatically loses his standing, but is paid according 


to the schedule for all previous months during which 


settlement is made quarterly instead of 


he had a clear record. Then he has to begin all over 
again, starting with the $1 payment for his first clear 
month and working up as before. 


For consideration as a full month, a regular man has © 


to work a total of 225 hours, and an extra man 200 
hours. Most of the men, however, work nearly every 
day on the cars. If a man is off duty a part of the 
month and has no ‘accidents during the time he is at 
work that month is dropped out of the calculation and 
the record is continued with the next full month. 

These two methods of accident prevention have not 
only developed a spirit of rivalry among the men, but 
have made them exceedingly careful to avoid unsafe 
practices. There was some fear before the contest was 
begun that there would be a tendency to neglect in the 
reporting of accidents, but this has not been borne out 
in practice. There are too many chances that the 
“blind” accident may become known if a claim is filed 
against the company for the trainman to risk his own 
and his team’s record by neglecting to report an acci- 
dent. It is found that the company gets better accident 
reports now than formerly, and that in addition all 
accidents are investigated. 


SHOPS AND OTHER DEPAREMENTS ENLISTED 


First-aid teams also have been recruited among the - 


crews and in the shops. These first-aid crews look over 


‘the unsafe practices of the company. They investigate 


all accidents in the shops and do their best to deter- 
mine the causes, so that future accidents of the same 
character may be avoided. This has resulted in the 


es ZS e - 


about the shops. Bad practices of all sorts have been 
eliminated. Another effect has been that everything 
in the shop that might be dangerous is well guarded. 
The men, both on the cars and in other departments, 
have come to do safe things automatically. Conductors, 
for instance, help old people on and off the cars. 
E Flagging of railroad crossings now really means some- 
_ thing. Whereas in the old days this was merely per- 
__ functory, and gave only a false sense of security, the 
conductor now looks both ways to see if the track is 
clear before he signals the motorman to cross. Such 
things as this indicate that the campaign tess has 
been worth while. ; 


= lhe Es, 
RESULTS OF THE CAMPAIGN 


The work arhich has beer done up to date and the 
results obtained by the men indicate that these con- 
tests will cut the number of accidents for this year 
to about one-half of what they were last year. Serious 
accidents are reduced, as well as minor ones. It is 
difficult to give any figures for the cost of the plan or 
the amount it will save, as the work is just well under 
way and the results in both accounts depend on con- 
tinuous freedom from accident. It has been figured, 
however, that if all the men are free from accident a 
sufficient number of months to be drawing the maxi- 
- mum reward, the total expenditure on this account will 
be between one-fourth and one-third the present pay- 
ments for accidents and damages, while the latter will 
be reduced to nothing. This of course represents an 
ideal impossible of attainment in practice, but it goes 
to indicate that the possible savings to the company 
are large compared with the cost of the plan. 


Novel Conduit Plow Used in Nice 


N A recent article in L’Industrie des Tramways, 
Chemins de Fer et Transports Publics Automobiles, 
Jacques Schopfer, superintendent of equipment of the 
Nice, France, tramways, has described a novel form of 


Plow for Use on Conduit Railways. Contact Devices Are Rollers 
Rather than the Shoes Generally Employed 


_ Key To Lerrers on Diacram: , 

_ A. Steel ears for use in attaching plow to car. 
_B. Thin steel plates forming shank 
i reuinted electric conductor. 


ibaesott for roller, bolted to insulating block. 
. Block of wood or fiber supported from shank and carrying 
ollers 


Link for carrying roller 
Bearing pin for links, ish are slotted near end. 
“I. * Sprii or ee roller against conta’ bar. 

f. Roller axle. . 
Steel roller, 


ip . PS: . . ° . 
men examining every potential accident breeder in and~ 
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contact plow for conduit railways which was designed 
by an employee of his company. This plow has been 
used successfully in Nice, even with the local conduits 
in a run-down condition resulting from the war. 

The novel feature is the use of contact rollers in place 
of the shoes customary in this country. The rollers are 
mounted on steel links as shown in the diagram, being 
pressed outward by strong springs. Each roller with 
its links is mounted on a sheet steel piece of the form 
shown at E, which is bolted on one side of a double in- 
sulating block of impregnated wood or fiber F. The 
upper part of the plow is built up of sheet steel, the 
shank being made of two thin plates separated by a 
space to accommodate the flat electric conductors. 

After a trial of the plows on twenty-five cars for 
some time, the Nice company decided to install them 
cn all city cars and later to extend their use to all of 
the rolling stock. 


Transfer Abuse Reduced 
in Boston 


Good Results Follow the Introduction of a Type of 
Transfer Which Has a Time Limit but Requires 
No Punching by the Conductor 


By J. H. Moran 


General Auditor Boston Elevated Railway 


NTIL recently the transfer used in Boston was 

similar in general type to that used in a great many 
cities in this country, but as the number of routes 
and transfer points increased, this form became more 
complicated. It was difficult for conductors, no matter 
how conscientious they might be, to punch the transfers 
properly, and it was equally difficult for the collecting 
conductors to make a proper examination of them, par- 
ticularly during heavy traffic hours and at prepayment 
stations. A typical transfer of this type is reproduced 
in the first cut on page 10. A glance will show that 
there was some foundation to the claim of a newspaper 
paragrapher who declared that he was using one in his 
office as-a calendar, since it contained everything a 
calendar did and more as well. To show that the rail- 
road difficulties with this transfer were great it need 
only be pointed out that four separate punching opera- 
tions were required before the conductor could properly 
issue the transfer. 

With the increase in traffic and the seating capacity 
of cars, and later with the introduction of one-man cars, 
the burden of issuing and checking these transfers 
naturally became a large one. In its study of this prob- 
lem the company made a canvass from time to time of 
the transfers collected at various points. Table I gives 
a typical example of conditions found to exist. It will 
be seen that nearly 25 per cent of the transfers received 
had no time limit and were in effect unrestricted passes. 

The actual loss in revenue resulting from such an 
opportunity for misuse cannot of course be accurately 
determined. However, the Boston Elevated Railway 
operates at present approximately 5,000,000 round trips 
per year on its surface lines, and if only one transfer is 
fraudulently used on each of these trips, the loss in rev- 
enue would be $500,000 a year. 

To relieve this situation some means of reducing the 
defects in the existing transfer system had to be de- 
vised. It was plainly evident that a transfer, to be 
effective, must be one that would combine simplicity 
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of issue with possibility for careful but rapid scrutiny 
at the time of its collection. With these ends in view, 
the types of transfer shown in the second and third 
engravings have been adopted and are now in general 
use throughout the system. 

A distinctive color is used for the A.M. and P.M. 
transfer in each of the four operating divisions. The 
month is printed in large type and contrasting color on 
the face of the transfers, and the date is notched at the 
station before transfers are issued to the conductors. 
The time limit is indicated by perforated coupons, and 
the transfers are stapled at the bottom so that the con- 
ductor in issuing tears them off at the proper perfora- 
tion, leaving on the stub the remainder of the ticket. 
Before starting on his trip the conductor punches the. 
starting point, 
TABLE I--RECORD OF NEW TYPE OF TRANS- SO that when is- 
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SU ee NS 
A.M. Received Date Date Limit. Limit ther operation is 
Ropits 900838 lle ile tb 1b mequired: thansto 
Be 
10:00 11:00 50 1A ae 
100 Be 12:00 52 si 3 ry: - =oh place. These 
12:00 1:00 * 69 Po .. wt)! features. have 
200 500 33 Di sek bi ‘*: made it possible 
oe gO ee 
6:00 7:00 238 4 
a i eee ei 
9:00 10:00 87 1 8 ... lecting thetrans- 
M200, 1200 7)? 1 ferstodetermine | 
12:00 | 12:40 «30 2 .,, xeadily whether 
Total........ 1,952 i. 9 “thes transfer is 


valid and is be- 


At Left, Old Transfer. 


In Center, New A.M. Transfer. At Right, New P.M. Transfer 


ing presented for. fare before the expiration of the 
time limit, since it presents for his examination a ticket 
varying in size at different hours of the day. 

That the adoption of this type of transfer has to a con- 
siderable extent resulted in the correction of the wide- 
spread opportunity for abuse which previously existed 
is shown by Table II, which is a tabulation of transfers 
collected after the new transfer was put in use. 

In addition to minimizing the abuse incidental to 
their use the decrease in the number of forms required 
under the new type.and the elimination of waste brought 
about by the improved method of dating has resulted in 
a saving to the Boston Elevated of $25,000 in the cost 
of. printing transfers this year. 

The success attending the use of this transfer on the 
Boston Elevated Railway has come to the attention of 
other railways and arrangements have already been 
made for its adoption on other systems. 


Tests of Hydraulic-Turbine Draft Tubes 


HE UNITED STATES War Department, Corps of 

Engineers, has recently made a series of tests of 
the efficiency of draft tubes for hydraulic turbines. The 
tests were under the direction of Col. Hugh L. Cooper 
and were made in the I. P. Morris laboratory of the 
William Cramp & Sons Ship & Engine Building Com- 
pany, Philadelphia, which was loaned to the War De- 
partment for the purpose. * The equipment for the tests 
consisted of a standard model turbine installation of the 
usual mixed-flow. type, the turbine being direct-con- 
nected to an Alden dynamometer. A series of different 
draft tubes was successively inserted, affording a direct 
comparison of efficiency for different designs. It is 
understood that a full report will soon be published. 


. 
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5 Carrying Safety to the Public—IX’ 


The Police Are an Important Factor in Any Safety Program—Methods 
of Organizing the Traffic Men and Instructing Them Are 
Discussed—A Traffic Survey Is Also Essential 


By C. W. Price 


Vice-President in Charge of Public Safety, 
Elliott Service Company, New York City 


HE police force in any community, large or small, 
constitutes a unique group of citizens which is 
‘ placed in a strategic position to do more to safe- 
guard the streets than any other like number of per- 
sons. In most cities the police are under a constant 
fire of criticism and attack, and by the majority of 
citizens are held responsible for many conditions over 
which they have little control. The fact that the rec- 
ords of accidents in all cities indicate that only a small 
percentage of accidents happen at or near a point where 
a traffic officer is located is convincing evidence that 
the officers are at least endeavoring to do their duty. 
The great majority of citizens do not appreciate the 
fact that in the last analysis the traffic officers on the 
streets are able to regulate traffic and to enforce the 
laws only in so far as, first, public opinion will allow 
them to enforce the laws, and, second, only in so far 
as the people will back them up in the enforcement of 
the law. In other words, the police are merely ser- 
vants and not masters of the people and do only what 
the majority of the people want them to do. In every 


_ city where, through a safety campaign, public sentiment 


has been awakened on safety there has followed im- 
mediately an improved law enforcement by the police. 

In the initial stages of organizing an accident pre- 
vention movement it is essential that the chief of police 
and the chief of traffic should be given recognition and 
places on the executive committee. They should be 


_ made to feel that the police force is to play an impor- 


tant part-in the safety campaign, and that the safety 
council proposes to back the department in its efforts 
to enforce the law. In the publicity campaign every 
opportunity should be utilized to express proper recog- 
nition and appreciation of the efforts of the police de- 
partment. This will help to counteract unfair criticism 
and to encourage the department to co-operate whole- 
heartedly in the campaign. The following has proved 
to be a most successful method of reaching quickly all 


‘of the members of the police force and securing their 


intelligent co-operation. Through the chief of police 
arrangements should be mede for a ten or fifteen-min- 
ute safety program in each of the police stations at 


‘rolleall once a month. At these meetings the chief 


‘should speak and should urge his men to go the limit 
in enforcing the law. A representative of the safety 


council also should speak and emphasize the following: 


A eommunity-wide education campaign is the only solu- 


tion of the accident problem. 


The scope and purpose of the campaign that is under way. 
The campaign is backed by the best citizens and the 


4 Poroperation ot all the civic agencies has been secured. 
He 


success of the campaign will mean a changed atti- 


tude on the part of the public toward the police officers. 


The police officers will come to be respected as useful 
servants of the people, and the backing of public opinion 
will make their work much easier and more. pleasant. 


*Ninth of a series of ten articles. 


The Traffic Police Are a Vital Factor in the Work 
of Accident Prevention : 


In a number of cities the safety council has offered 
a gold medal for the police officer who did the most 
heroic act during the year in saving human life. The 
presentation of the medal is. made a public occasion 
and the presentation is made by the Mayor with a brief 
address reciting the heroic deed which merited the 
medal. This, of course, offers a good story for pub- 
licity in which an encouraging word of recognition of 
the work of the police department properly can be 
spoken. During the Safety Week campaign each police- 
man should wear a button on which is inscribed, “We 
are helping to make (the name of the city) safe.” 
The police should also be given a prominent place in the 
safety parade. 

The safety council can render a valuable service to 
the police department by furnishing information from 
time to time in regard to what the police departments 
in other cities are doing to promote safety. The chief 
of police will always appreciate help of this kind. 

Detroit furnishes a good example of the service which 
a police department can render in promoting public 
safety. (Not only has the police department co-operated 
with the safety council, automobile club and other or- 


ace See 


12 ELECTRIC RAILWAY JOURNAL 


Vol. 62, No. 1 


ganizations which have united in a great community 
effort, but the police commissioner, Dr. J. W. Inches, 
has been one of the leaders in the safety campaign since 
its inception. Through his leadership the police de- 
partment has worked in the closest co-operation with 
the schools in promoting safety among the children. 


The department-has distributed hundreds of thousands | 


of pieces of safety literature; has installed an efficient 
block system with towers, flashlights and bells at the 
street intersections; has established an accident bureau 
with twenty trained traffic men, who, the moment an 
accident occurs, immediately go to the scene and ascer- 
tain the cause of and the responsibility for the accident. 
The police department has established a light testing 
laboratory which gives free service, and has done some 
pioneer work in developing better parking conditions, 
in laying out one-way streets and in installing safety 
islands, beacon lights and other safety devices at im- 
portant street intersections. 

In most cities the records of the police department 
furnish the most reliable source of information regard- 
ing the accident experience. However, in many cities 
there is a lamentable lack of adequate statistical infor- 


Date 192 TRAFFIC ACCIDENT REPORT Precinct. 

Time, u Officer _ 

Name of injured Color Age. Sex. 

Casualty. Result. Duration 

Driver Address. : Employer. 

Color. _Age__ Sex. Apparent condition-Intoxicated | | Sick | | Epileptic | | Deaf | | 
Drivers permit No. License tag No, Meke of machine 

Vehicle — Passenger | | Commercial | | Motorcycle | | Street car || Bicyclé|| Horse ¢rawn | | 
Vehicle defect-Brakes | | Steering gear | | Engine stalled | | Tire blow out | | Other. oe 
Regulation broken-Reckless driving | | Speeding | | Lights out |-| Right of way | | Other. a 
Weather____St.condition-Broken pavement | | Obstruction | | St: light out || Slippery Sts. | | 
Witness name Address. 


Fitness name Address. 


Comments of officer 


+ 


Beeettone Give on proper rect name of street, Sues ona divecuua of Sass, vebi- 
cle location of injured pedestrain or location of obstructions. Indicate north by an arrow. 
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intelligently because their efforts can be concentrated 
upon these four causes. 

An analysis of the accident experience in New York 
city in 1922 revealed that 85 per cent of the deaths 
on the street occurred at other points than at street 
intersections. A study made of the accident experience 
in the State of Connecticut for 1922 established that 91 
per cent of the accidental deaths on the streets and 
highways were due to “jaywalking.” These two facts 
instantly dispel a lot of the loose talk about its being 
“up to the police,” and point unmistakably to the need 
of an educational campaign which will reach the in- 
dividual pedestrian and the individual driver, and make 


them appreciate their responsibility in safeguarding 


their own lives and the lives of others. 

On this page is shown the report form prepared by 
W. Graham Cole, secretary Washington Safety Council, 
and recommended for use by the police department in 
obtaining accurate information to serve as a guide in 
the prevention of accidents. This form includes every 
item that is needed by the Safety Council in promoting 
educational safety and.in suggesting traffic regulations. 
The form is convenient for use by the policeman be- 


Date. GENERAL ACCIDENT REPORT Precinct. 

Tine. 

Name of injured Color. Age Se: 

Place of accident-Street | | Place of employment | | Home | | School | | Other. 

Address of building where accident occured or location on St. 

Casualty Result _ Duration. 

Type of accident-Poison | | Gas|| Fire arms || Fire works || Electricity | | Machinery | | 
Burns~Matches | | Explosives | | Stoves | | Bon-fire || Fire in blag. | | Other. 

¥Yalls —In noel | Down stairs || Out of window| | Off of scaffold|| Over obstruction | | 
Bt. acciden +— Crossing st. || St. games| | Running after ball| | Skating | | Catching on | [ 
Drowning—Where If in swimming pool, was it supervised. 


Atate any other cause not mentioned above, 


Give full report of accident 


What suggestion can you offer to prevent a reoccurance of this accident, 


Ae 
THIS REPORT IS USED TO OBTAIN INFORMATION TO ASSIST IN THE PREVENTION OF ACCIDENTS 


Front and Reyerse Sides of Form for Reporting Accidents. This Form, Carried by the Policeman, Is Designed 
te Provide Full Information with a Minimum of Writing 


mation regarding causes of accidents. Just as it was 
true in accident prevention work in industries that the 
proper analysis of the accident experience by causes 
was absolutely indispensable to any intelligent and con- 
structive effort toward prevention, so it is equally true 
that in an organized community effort to prevent public 


accidents it is necessary each month to have a complete 


analysis of the accident experience of the previous 
month. In making this analysis, this one point should 
be kept in mind: the figures should always point to the 
remedy. For instance, in a given case where a child 
was killed, you need to know that the child was killed 
by a truck; that it was killed while chasing a ball into 
the street; that the child was a boy five years of age; 
that it was 8 o’clock in the evening and dusk; that the 
street was slippery, and that it was not the fault of the 
driver. 

For instance, how illuminating is the analysis made 
by Dr. E. George Payne of the accident experience in 
St. Louis. He found that there were four principal 
causes of accidents to children on the street: Dashing 
out into the street after a ball, catching onto motor 
vehicles or street cars, playing in the street and cross- 
ing the street without looking to the left or right. 
With this information in hand, the mother or the 
teacher can instruct and train the children much more 


cause it calls for the minimum amount of writing, prac- 
tically all of the items needing only to be checked. The 
forms used by the policeman are printed on paper, and 
these are copied on cardboard duplicates which become 
a part of the permanent file in the police department. 
At the end of each month it is a simple matter to 
tabulate on a form the entire accident experience of the 
previous month: 

In most cities a revision of traffic regulations is either 
under way or is contemplated. The analysis of accident 
experience, coveying a period of one or more years, will 
furnish invaluable data on which to base new traffic 
regulations. As suggested in previous articles, this 
analysis of accident experience should be given wide 
publicity in the newspapers, should be placed in the 
hands of all teachers and presidents of women’s clubs, 
and should be used in the school for drivers and in the 
school for foremen. 

In line with this consideration of the need of complete 
information in regard to accident experience should 
also be mentioned the need of a traffic survey by some 
one who has the education and experience to make it. 
The profession of traffic engineering is as yet in its 
infancy. Only in a few cities has there been any at- 
tempt to make scientifically a thoroughgoing survey of 
the traffic situation. Just as it is true that a complete — 
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{ 
analysis of accident experience is indispensable, so is it 
true that a thoroughgoing and scientific study both of 
the physical conditions on the streets and of the move- 
ment of traffic must be made before it will be possible 
- to work out a final solution of the traffic problem. For 
instance, one of the most pressing questions in the 
average city is that of diverting heavy traffic away from 
_ the more congested sections. Before this can be an- 
swered it will be necessary to make a very careful study 
of the movements of heavy traffic, the starting points 
and the destinations, and so to reroute that not only will 
it cause a minimum of inconvenience, but that in gen- 
| eral the movement of all traffic will be facilitated. In 
___ this connection a rerouting of the street cars may some- 
times be made to reduce the congestion at some of the 
most dangerous intersections. 
The problems of parking, of one-way streets, install- 
ing beacon lights, iron policemen or other devices at 


DAILY REPORT OF INTERRUPTIONS TO 
MARAET...ST-..car HOUSE 


FOR 24 HOURS FROM 
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Making Daily Service Reports! 


Accurate 


New Methods Will Be Tried for Checking Headways, 
and New Forms Used for Tabulating 
Delays and Gaps 


VERY electric railway keeps some sort of record of 
delays and interruptions to service. In the case of 
a street railway operating numerous lines on short head- 
ways, it becomes a rather complicated matter to secure 
complete and accurate information concerning the serv- 
ice, and to present it quickly and in a convenient form. 
One large company in the Fast has just finished a care- 
ful study of this problem, and has made extensive 
changes in the methods of collecting and tabulating such 
information. 
A general impression among the officials of the rail- 


CAR SERVICE . AT OM._DAY 
12:01 A. M.. a £70 12:01 A. M.. ae EE oak 92S 


TIME OF GAP 
—| LOCATION REPORTED 


From To 


PLACE WHERE 
DELAY OCCURRED 


DIREC} 
TION 
= 


TIME OF DELAY 
CAUSE = CAR No. 


From To 


{V4 


aa 


aL 


AM 


708. wl 7007 _ 


” a a 


4, 


Bay & Eridge Wire down 


715 Bay a 2e~ 


LE 7086 


“a 


be! Aute 


Life. Car 
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eta //ed lors 1051 Ages 
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Fite — Cars | 


253 | 31S |B ntay & Weshwgion Eel 


rerouted Via 
fark Hye. 


ho -Maw 


Acadent 


WT | 735° 


STANDARD 


N for North: S for South: E for East: W for West: 
— for Late: 


Wi 
+ for Ahead: T. O. for Turn 


- street intersections properly to direct the traffic, all call 
or not only a careful but a scientific study before any 
atisfactory solution can be offered. The recommenda- 
ns of. the. police departments and others in many 
_ Cities for changes in traffic regulations or improvements 
in ‘street conditions many times have failed to be 
dopted, or ‘when adopted have not secured the support 
of the public, because the recommendations were not 
- _ based upon a careful study of conditions. In many 
cities. the ape are alarmed because of the. increase in 


e sporadic efforts at reform and to insist, before 
steps are taken to remedy the situation, that an 
ligent and thoroughgoing effort be made to get at 
facts regarding the accident experience, the street 
ions and the movement of traffic. 


P. O. for Pull-Out: © 


...DAY DEPOT MASTER 


.ueNIGHT DEPOT MASTER 


ABBREVIATIONS 


P. 1. for Pull-In: 
Out: 81G, for Signal: 


0. T. for On Time: 


T. B. for Turnback: CRIP. for Crippled: 
0. 0. for Out of Order. 


New Form Designed to Facilitate Preparation of Reports of Car Delays or Interruptions to Schedule 


way in question had existed for a long time prior to the 
change that the daily car service reports were not en- 
tirely accurate and adequate. As an initial step toward 
improvement, it was decided to find out exactly how bad 
the situation was. Two Nachod headway recorders 
which had been installed, one on each of two important 
city lines, were utilized in the work. The daily recorder 
charts showing the exact time every car passed the in- 
strument were preserved for a month and a list was 
prepared from them of all interruptions to service 
greater by five minutes than the scheduled headway. 
This list was then compared with the daily car service 
reports which were supposed to explain all gaps of five 
minutes over headway, to determine what proportion of 
the actual number of gaps were shown on the latter and 
to see how well the cause was explained in each case. 
The only uncertain element that entered into the ques- 
tion was due to the fact that it is not possible with the 


phi TIES 


tea Sa 
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Nachod headway recorder to identify the individual 
cars. 
the passage of a regular passenger car. But an interval 
in which no cars whatever pass, on the other hand, can 
mean only an actual interruption to service. By the use 
of such a mechanical recording device the chance of 
human error is eliminated. Inasmuch as the purpose of 
the investigation was only to make a comparison of the 
actual gaps with those reported by the carhouses, and 
not to compare the service with the schedule, the in- 
strument was well suited to the work. 

At the end of the month it was found that approxi- 
mately one-third of the gaps were thoroughly explained, 
one-third were more or less admitted but only vaguely 
explained, and one-third were not mentioned at all in 
the daily car service reports. It was therefore evident 
that the reports as then prepared possessed little value. 
The principal reason why the records did not explain 
more exactly the irregularities of operation during the 
period of the test seemed to be that there was no com- 
prehensive system of reporting gaps and delays to the 
various carhouses. 

These reports were made sometimes verbally, some- 
times by telephone, and sometimes in writing. They 
were made either by the car crew or by a street inspec- 
tor, or by both. The amount and accuracy of the in- 
formation given depended upon the individual. Hither 
the station master, an inspector, or a clerk, received 
and noted the report. After midnight a summary of the 
interruptions to service during the day was telephoned 
from each carhouse to the general office, where it was 
typewritten. Thus there were many chances for errors 
to occur, not only of commission but also of omission, 
and the investigation showed that as a matter of fact 
they were occurring very frequently. 


REAL PURPOSE IS TO SHOW GAPS 


As a first step in the direction of better daily car 
service reports, it was essential that the real purpose of 
the reports should be thoroughly understood. Confusion 
had existed as to whether they were “delay” reports, or 
“gap” reports. Some carhouses were habitually noting 
a situation where all cars were delayed by general con- 
ditions and were running several minutes behind 
schedule, although the headway between any two cars 
was about right. Other carhouses took note only of the 
actual gaps. It was immediately decided that the 


primary object should be to record interruptions to 


service. Delays that caused no gaps on the line were 
ruled out of the picture. 

_It became clear, as a consequence of this decision, that 
an efficient method of checking headways would haye to 
be devised. While it may be possible to get an accurate 
report from trainmen of all serious delays, no motor- 
man with the best intentions in the world can always 
tell exactly how long a headway he has. An accurate 
headway check can be made only by observation at a 
fixed point. A strategic point was chosen where each 
line was to be checked for twenty-four hours a day. By 
locating the checking point at the carhouse in some 
cases, and in other cases at an intersection where there 
was already a street inspector on duty, it was possible 
without greatly increasing the personnel to arrange for 
all lines to be checked. The responsibility of the checker 
is to include not only an accurate headway record but 
also a comprehensive explanation of the reasons for all 
interruptions to service. 

Careful thought was given to the preparation of a 


The passage of a sand car may be mistaken for . 
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suitable printed form upon which to summarize the 


; 
‘ 
: 


reports of the individual lines, as it would be quite 


useless to make strenuous e Torts to gather the informa- 


tion fully and accurately, unless provision were made 


also for presenting it quickly and clearly. It was 
believed that the following items were the most impor- 
tant: Time and duration of gap; location where re- 
ported; cause; time and duration of delay, if any; 
location of delay; direction and car number. 

A form shown in the accompanying illustration was 
designed and printed in pads of handy size. 

The procedure of preparing the daily car service 
report is now as follows: The actual headway record 
taken on the street by the checker is handed in at the 
carhouse when he goes off duty. The depot master notes 
on the daily sheet every gap five minutes greater than 
scheduled headway, together with all pertinent informa- 
tion concerning it. Not all of the columns of the form 
are necessarily used because a gap may sometimes occur 
without any actual standing delay. For example, the 
failure of one car to pull out from the carhouse in its 
proper place might give the scheduled following car a 
double headway without there being any delay to that 
car at all. Similarly, a delay affecting only one car 
might occur without-any corresponding interruption to 
service if remedial measures were promptly taken. It 
is not the plan, however, to devote attention to delays 
that cause no interruption to service. 

Each carhouse prepares the daily car service report 
covering the twenty-four hours from midnight to mid- 
night in triplicate, each copy being of a color different 
from the others. The forms are filled out shortly before 
the end of the period, and ag soon as the last word has 
come in from the man on the street, two copies are put 
into the special railway mail, one for the division super- 
intendent and one for the general superintendent. The 
reports are on the desks of the officials early the next 
morning. 

The introduction of this system has assured that prac- 
tically all interruptions to service will be reported, and 
that an adequate explanation of the cause of each one 
will accompany the report. Moreover, the convenience 
of the form increases the likelihood that all the informa- 
tion will be included in the record, and the substitution 
of mail for telephone has eliminated a fruitful source of 


of the report. 


Long 33,000-Volt Cable in Scotland 


33,000-VOLT cable, 154 miles long, has recently 

been installed on the Clyde Valley System and is 
used as an interconnection between the Yoker and Clyde 
Mill power stations near Glasgow. This cable was 
constructed by the Pirelli General Cable Works, Ltd., 
a subsidiary of the General Electric Company, Ltd., 
Southampton. ~ 

The cable is three-core, each core being 0.2 sq.in. 
in cross-sectional area. The cable is paper insulated 
around individual conductors, with an outside belt of 
impregnated paper. It is lead-sheathed, compounded 
jute served, double steel-tape armored, and compounded 
jute served over all. : 

Protection against the development of a fault in the 
cable is provided by the installation of the “G.E.C. 
biased differential protective system,” which automati- 
cally cuts out the cable when a fault causes a predeter- 
mined percentage difference in current at the two ends. 


_error without seriously delaying the hour of presentation 
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Various Valuation 
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Points Considered 


In Its Recent Decision on Value for Rate-Making Purposes of the 
Philadelphia Rapid Transit Property, the Pennsylvania Commis- 
sion Expresses an Opinion on Many Disputed Points in Valuation 


Commission of Pennsylvania in the Philadelphia 

Rapid Transit rate case were published on page 
1101 of last week’s issue of this paper. The hearing 
conducted by the commission was not definitely to de- 
termine the valuation of the property, but whether the 
present 7-cent cash fare with four tickets for 25 cents 
was unreasonable, as charged by the city. Hence the 
commission did not consider it necessary to determine 
the exact fair value of the property, but did so suffi- 
ciently to find that the present fares are not so high 
but that they may be continued. Consequently the 
complaint was dismissed. 


‘Le general conclusions of the Public Service 


FAIR VALUE IS PRESENT VALUE 


The commission first points out the purposes of a 
valuation for rate making and declares it is clear that 
what is to be protected by constitutional guarantees 
against confiscation is the present value of the prop- 
erty. This means, the commission says, its value at 
the time of the inquiry, or more properly at the time 
the rates under consideration are to apply. In defense 
of this opinion the commission quotes approvingly, 
“among other cases, Minnesota rate cases (230 U. S. 
352, 454): ‘The property is held in private ownership, 
and it is that property and not the original cost of it, 
of which the owner may not be deprived without due 
course of law.” 

In discussing methods, the commission says: 

While original costs and all these elements have proved 
probative value, the extent to which they are adopted as 
controlling is dependent upon the light ‘they throw upon 
the present fair value of the property, as distinguished 
from the value at the time of its original construction -and 
acquisition or at any intervening period. . 

Such change of emphasis as the law has ‘shown in deal- 
ing with these two principal indices of present value is 


due necessarily to the very great change brought about by 
the war in all price and labor conditions, which up to the 


present time show little if any tendency to return to their . 


former status. While we must be careful not to accept 
reproduction costs minus proper depreciation as the sole 
determining factor and must give due consideration to the 
possibilities of at least some measure of return to former 
conditions, we do find that in the late decisions substantial 
weight is accorded to reconstruction costs as an indication 
of present fair value. 

In defense of this position the commission refers to 
Missouri vs. Southwestern Bell Telephone Company, de- 
cided by the United States Supreme Court May 21, 
1923, and Bluefield Water Works vs. Public Service 
Company of West Virginia, decided June 11, 1923, both 
yet not reported. 

The commission finds that the Pennsylvania Supreme 
Court has also upheld this position and it quotes from 
the case of Mercersburg, Lehmasters & Markes Electric 
Company vs. the Public Service Commission (76 Pa. 
Sup. Ct., 58), including the following paragraph: 

When the Commonwealth, or the duly authorized donee 
of its power of eminent domain, actually takes over or 
injures or destroys private property because of public 
necessity, the measure of damages of the owner of the 
property is obtained by well-established rules. Among the 
items of evidence, relevant and useful to enable a jury 


to measure those damages, it has not been considered that 
the original cost of the property to the owner could or 
should be considered of much if of any importance. A man 
may acquire property by inheritance or by gift, so that 
it cost him nothing. That fact can scarcely be considered 
relevant in a proceeding to ascertain its value at the time 
it was taken, injured or destroyed. So when the Common- 
wealth, acting through its agent, the Public Service Com- 
mission, undertakes to fix a value upon private property 
for the purpose of ascertaining its just rental or usable 
value, it seems to us to be plain that too much consideration 
of the element of original cost is just as likely to mislead 
an administrative tribunal as a jury. 


CUMULATIVE INVESTMENT CONSIDERED 


The city engineers presented data on costs under 
headings “Original Cost,” “Historical Cost”? and “Cu- 
mulative Investment.” As to the first two, the com- 
mission ‘declares no extended comment is necessary. 
Despite the diligence and skill used in compiling thése 
estimates, it was admitted by the experts who presented 
them that it had been found largely impossible to locate 
accurate or complete data as to the actual cost of con- 
structing a large part of the property now operated by 
the company, so that these figures were largely in the 
nature of estimates of past conditions. 

In the third retrospective study, entitled “Cumulative 
Investment,” the engineers compiled data of the money 
which had flowed into the property by way of capital 
expenditure through the sale of bonds and from the 
amount paid in upon capital stock, reaching a total at 
the time of the argument of slightly more than $131,- 
000,000. While this figure, in the opinion of the com- 
mission, doubtless is not mathematically accurate, it 
does not contain such degree or risk of error when con- 
sidered as the value of the property as the figures pur- 
porting to represent historical or original cost. 

At the same time the commission points out that the 
sale of stock and bonds does not by any means consti- 
tute the only sources from which property is built up, 
as it does not include capital expenditures made out of 
net earnings. The books of the company and its lessees 
show a total invested surplus of over $11,000,000, and 
there may have been additional amounts made in the 
days when corporate accounting was not an exact sci- 
ence. This basis also does not take into cognizance 
many intangible items of value, including “going con- 
cern value,” which is inherent in consolidated and or- 
ganized properties and which must be given due 
consideration by a tribunal passing on fair value. 


PRINCIPAL ITEMS IN DISPUTE ON BASIS OF PRESENT 
COST OF REPRODUCTION 


The commission then points out that on a basis of 
present cost of reproduction the city and the company 
generally agree in the matter of quantities and unit 
prices, but there is a difference in position as to the 
right of the company to,include certain items and the 
basis of estimating others. The principal disputed 
items are four in number, comprising “paving,” “in- 
terest during construction,” “loss of interest in early 
years” and “cost of financing.’ There is also the matter 
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of going concern value. These items are considered 
by the commission as follows: 

Paving—As a condition of the franchises, the 

company or its predecessors was required to pave from 
curb to curb the city streets occupied by its lines. In 
' its historical studies the city determined to its own 
satisfaction that the actual cost of this paving was 
in excess of $14,000,000. The company claimed for this 
item of paving nearly $26,000,000, basing its claim upon 
its estimate of what it would cost at present prices to 
pay for the present paving upon the streets originally 
paved by it. In this matter the commission declares 
the position of the company to be an extreme one, be- 
lieving that while the enhancement over the original 
cost of the company’s property must be protected, the 
commission cannot accept the same rule as applied to 
property in which the company has no useful ownership. 
In such cases all that the company can claim to have 
protected is the original investment or price paid for 
the franchise. 

Interest During Construction.—The difference be- 
tween the company and the city on this item is $6,000,- 
000. The company’s estimate is based upon a classifica- 
tion of the property into several groups, assigning to 
each group a construction period and computing inter- 
est on the full cost of each group at the rate of 8 per 
cent for half the period of construction in each case. 
The result is a figure for interest during construction 
amounting to 11.9 per cent of all accounts other than 
the cost of financing, working capital, development cost 
and going concern cost. The city’s engineer simply 
submitted an estimate of 10 per cent on the cost of 
physical items as the probable amount of interest. The 
commission says it is compelled by the record to give 

_the greater weight to the company’s estimate. 

Loss of Interest During Early Years.—This item, 
which represents the “lag” in the development of pat- 
ronage and earning power, is placed by the company at 
the equivalent of one full year’s interest at 8 per cent, 
to wit, $15,000,000. It is entirely ignored by the city. 
The company relies in support of its claims not only on 
engineering testimony as to probable loss of interest 
in the early years of the street railway, but also be- 
cause a constitutional amendment passed in 1915 and 
dealing with the construction of transit facilities in 
Philadelphia authorizes the city to capitalize not only 
the actual cost of construction and interest during the 
construction period, but also of interest “until the ex- 
piration of said period of one year after the completion 
of said work.” The principle was also accepted by the 
engineering board in the Pittsburgh valuation case. It 
is approved by the commission, except to say that it is 
inclined to restrict the interest rate to 7 per cent, and 
that as the item is really one of the elements of what 
is commonly termed “going concern value” it must not 
be duplicated when that question is considered. 

Cost of Financing.—The company’s estimate of this 
item was 10 per cent of the entire reproduction costs, 
exclusive of going concern value. The city’s estimate 
was 5 per cent of reproduction costs. The commission 
approved 74 per cent, based on a previous finding, ap- 
proved by the Superior Court of Pennsylvania in the 
Ohio Valley Water Company’s valuation. 

The commission then points out that in view of the 
discussion on these four disputed items, the city’s ad- 
mitted figure of reproduction costs of $187,000,000 must 
be very materially increased, certainly to a point sub- 
stantially upward of $200,000,000. 
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It then goes on to consider the question of (1) ac- 
crued depreciation, which the city claims should be 
deducted, and (2) going concern value, which the com- 
pany claims should be added. 


ACCRUED DEPRECIATION 


On the matter of accrued depreciation, the city of- 
fered no proof that the property is not being currently 
maintained at a high standard of operating efficiency. 
On the contrary, as the commission points out later, 
the city’s contention is that too great a portion of the 
company’s revenue is being devoted to this purpose. 
Hence the commission took up the subject of whether 
an operating company’s property, in a high state of 
maintenance and efficiency for operation, should be de- 
preciated for rate-making purposes because various 
physical items which go to make up the property are 
necessarily in various periods of their service life, al- 
though retaining to a full degree their original use- 
fulness. On this point it says: 

With regard to physical items of property not subject 
to repair and renewal, such as water pipe buried in the 
ground and with an assumed service life of a certain num- 
ber of years, there would necessarily have to be applied 
depreciation in reaching its current value, which in a well- 
managed property would be offset by a renewal or reserve 
account set up to take care of the situation. But where 
composite property is being properly maintained and re- 
newed, so as to be kept at all times in a high state of 
maintenance, a different question arises. No property 
can be born overnight, and in a system such as this one, 
which it would take many years to reproduce, we cannot 
fairly say on the first day of operation that the property 
must be drastically depreciated when we ascertain its fair 
value. 

After quoting various Pennsylvania cases applying 
both small and considerable percentages of depreciation, 
the commission says that it might be well to consider 
accrued depreciation and going concern value together, 
as each is intangible in its nature and difficult of 
accurate ascertainment. The Pennsylvania courts have 
made allowances for going value, and as the commission 
declares that in the present case the evidence estab- 
lishes a minimum of depreciation and a maximum of go- 
ing value, the latter substantially offsets the former in 
any adjustment of figures obtained by physical valua~ 
tion, so that the net result would be to increase rather 
than to diminish the physical valuation figure. For this 
reason, as the commission was not attempting to find 
the exact value, it did not pursue its discussion further. 


OPERATING EXPENSES 


These also were considered because they gave an 
index of proper net return. The company submitted a 
budget for 1923, showing operating revenue $44,736,- 
000, operating expenses $30,868,000, taxes $2,818,000, 
operating income $11,050,000. To this budget the city 
offered but two criticisms. The first was by the city 
engineer in which he claimed that in a period of de- 
creasing cost the allowance for maintenance was $2,500,- 
000 too high, but as there is no indication yet of 
decreasing costs, the commission found nothing on 
the record to show that the allowance claimed by the 
company was excessive. Nevertheless if the company’s 
figure was accepted the commission would expect it to 
provide a high and strict standard of maintenance. 

The other objection raised by the city to the budget 
was that two items of taxes should be eliminated. The 
first was the amount paid upon property, the fee owner- 
ship of which is in lessor companies, but the commis- 
sion did not see that the existence of the amount of 
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the taxes was affected by the identity of the owner of 
the property. The other question was in regard to the 
federal income tax, which the Pennsylvania commission 
has uniformly excluded from operating costs. In the 
light of the U. S. Supreme Court decision in Galveston 
Electric Company vs. City of Galveston (258 U. S. 388, 
399), the commission feels now that it is better advised, 
but adds that the inclusion of these taxes will make 
no difference in the final result, as the allowable revenue 
under any valuation set up would be in excess of the 
amount produced by the present rate of fare. Possibly 
a different question would arise with respect to the 
same taxes levied upon the income of the lessor com- 
panies, which the lessee undertakes to pay as part of 
the consideration for the use of the property, but as 
this would not affect the question at issue, this question 
was not pursued further. 


OTHER METHODS OF JUDGING REASONABLENESS 
OF RATES 


Finally the commission applied other bases to deter- 
mine the reasonableness of the rates charged in Phila- 
delphia. It found on comparison of Philadelphia with 
Boston, Cleveland, Detroit, Chicago, St. Louis, Kansas 
City and Pittsburgh that the service in Philadelphia 
was faster, more direct and more frequent than in the 
majority of the other cities, and the present rate of 
fare was 6.6 cents per revenue passenger, as compared 
with 7.9 cents in the average of the cities cited. Tested 
by this standard the rate is not unreasonable or ex- 
cessive. 

It also applied the index figure of the United States 
Department of Labor for “all commodities’ for April, 
1923, or “159,” to the 5-cent base fare prevailing 
throughout American cities in 1918, showing that a 
fare of 7.97 cents would be necessary today in order to 
equal the purchasing power of 5 cents in 1918. It points 
out that it is interesting to observe that 7.9 cents is 
exactly the average fare in the seven cities cited for 
comparison, although but 6.6 cents is now realized in 
Philadelphia. 


NEED OF INCREASED SERVICE 


Finally the commission says that perhaps the most 
important single consideration which it is its duty to 
weigh in the determination of reasonable rates is the 
paramount public need of increasing and improving 
service. At one time there was criticism of the re- 
trenchment policy of the Philadelphia Rapid Transit 
Company, and for the ten years preceding the inaugura- 
tion of the case there was little evidence of any tendency 
toward expansion. There has been a marked change, 
however, since the establishment of the higher fare, 
indicated not only in an expansion and improvement of 
its existing property but in taking over the city built 
elevated railway to Frankford, involving an operating 
loss. This the company would have been financially 
unable to do had it not enjoyed the revenue produced 
by the present fares. Similarly the company has ar- 
ranged for the purchase of more than 500 new pas- 
senger cars and is planning expansion by additional 
street railway lines, buses and trackless trolleys. 
Finally, the city is considering the expenditure of more 
than $100,000,000 for further high-speed lines and is 
negotiating with the company to find a basis under 
which it wil! undertake the operation of the lines. For 
these reasons, and wishing, within the limits of its 
power, to give the city of Philadelphia the best trans- 


portation facilities in the country, the commission 
would be reluctant to make any order that would 
impair the financial strength of the company upon 
which devolves so great a portion of this task, unless 
impelled thereto by the paramount interest and 
rights of the car rider. Indeed this policy is urged 
by one of the provisions of the public service commission 
law, which gives to every public service company the 
right: 

‘ “To participate, to such an extent as may be per- 
mitted by the commission, and deemed by the commis- 
sion wise, for the purpose of encouraging economies, 
efficiencies or improvements in methods of service, in 
the additional profits which will be afforded by such 
economies, efficiencies, or improvements in methods of 
service.” 

Such economies and efficiencies, the commission 
thinks, have been carried out by the company, notably 


‘in,its plan of co-operation between men and manage- 


ment and in accident prevention work. 


Definition of Duties an Essential 
to Organization 


Power and Equipment Division of Connecticut Com- 
pany Has a Plan that Insures Each Man Know- 
ing Just What He Is Expected to Do 


HE Connecticut Company, the headquarters of 

which are in New Haven, operates city and inter- 
urban properties which are scattered over a large area. 
Together they comprise twelve divisions. Each division 
is operated with considerable autonomy, but the general 
departments function for the company as a whole, with 
subdivisions to correspond to each of the operating 
divisions. 

The power and equipment division operates the com- 
pany’s power house, substations, distribution, shops and 
carhouses. It is under the charge of P. W. Ripple, who 
has the title of chief engineer power and equipment. 
Mr. Ripple has studied the organization of his depart- 
ment with a view to the elimination of lost motion, and 
as an engineer has found exact definition and the graph- 
ical presentation of facts and figures most helpful. 

_To assist in this work the department has drafted a 
series of charts covering the functions or duties of the 
various departments and the heads of these depart- 
ments. By having these duties carefully defined, the 
members of the power and equipment staff know just 
what they are responsible for and they avoid duplica- 
tion of effort. The purpose of this article is to de- 
scribe the organization and the organization charts of 
the department. These are illustrated on the following 
page. Other data and charts of this department will be 
made the subject of a subsequent article. 

The first chart shows the eight department heads who 
report to the chief engineer of the power and equipment 
department, with the duties of these eight departments. 
In addition to this chart, which applies to the depart- 
ment as a whole, detail charts have been prepared for 
each of the sub-departments or organization divisions. 

Thus, the second illustration shows the chart for the 
operating barns and shops of the New Haven division, 
with the master mechanic of that division at the top. 
Under the present organization of the company, the 
master mechanic of each division reports on engineering 
and mechanical subjects to the chief engineer and on 
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operating matters to the division superintendent and simply the number at the time that the chart was 
through him to the general manager. It will be noticed obtained from the company. 

that this chart, like the others, showing the organization As will be seen, in the New Haven division there are 
of a division, carries a list of the number of employees five carhouses or “barns” with one shop, the latter in 
in the division, but the chart is so arranged that these charge of a shop superintendent. There are similar 


‘numbers are put in by ink so that no change in the charts for the other divisions. 


drawing is required to bring it up to date when there Typical power stations and line department charts 
is a change in the number of men employed in any are shown in the third and fourth illustrations. The 
division. The number of employees given in the re- former is for the Hartford division and the latter is for 
production of this and subsequent charts is of course the Bridgeport division. 
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Canadians Discuss Operating Problems 


Four-Day Convention of Canadian Electric Railway Association at 
Toronto Considers Traffic Studies and Motor Performance—Valua- 
tion, Standardization and Public Relations Are Discussed—Social 
Features Assist Greatly in Making a Successful Gathering 


HE nineteenth annual convention 

of the Canadian Electric Railway 
Association was held June 27 to 30 in 
the Music Building of the Canadian 
National Exposition at Toronto, Ont. 
The convention, which was one of the 
most successful in the history of the 
association, was attended by between 
200 and 300 members and guests. In 
the absence of the president, Major 
F. D. Burpee of Ottawa, the meetings 
were presided over by H. H. Couzens, 
vice-president, and he also was toast- 
master at the annual banquet Thurs- 
day evening. The manufacturers’ ex- 
hibit, a feature which was inaugurated 
last year for the first time, was con- 
tinued this year and proved one of the 
features of the convention. 

Technical sessions were held each 
morning. On Wednesday the subject 
matter was confined to a meeting of the 
executive committee, followed by the 
presentation of the secretary’s and 
treasurer’s reports. The Thursday 
morning session was confined to a 
paper by Alexander Jackson, superin- 
tendent of time-tables Public Service 
Railway (N. J.), on “The Operation of 
a Scientific Survey of Traffic Move- 
ments on Urban Railways,” abstracted 
elsewhere in this issue. At Friday’s 
session, W. G. Gordon, railway and 
traction engineer Canadian General 
Electric Company, presented a paper 
entitled “Deciding on the Proper Motor 
for a Given Cycle of Duty,” which will 
be printed in a later issue. Saturday’s 
session was confined to, the presenta- 
tion of the report of the committee on 
“valuation, maintenance and deprecia- 
tion of street railway assets,” and the 
election of officers for the coming year. 

A luncheon was given each day at 
Sunnyside Pavilion, some distance from 
the convention hall. The members 
were transported to and from the 
pavilion through the courtesy of the 
Toronto Transportation Commission 
and the White Motor Company. The 
Transportation Commission furnished 
two double-deck buses which were 
taken from service in Toronto and re- 
served for the use of members and 
guests. These were augmented by a 
demonstration bus provided by the 

_ White Motor Company. — 

At the luncheon on Wednesday the 
report of President Burpee was read 
in his absence by Mr. Couzens. It was 
stated that according to the last pub- 

“lished government reports the Cana- 


‘keep it a white man’s country. 


dian electric railway industry op- 
erates between 5,000 and 6,000 cars on 
nearly 2,500 miles of track, and the 
total investment reaches into hundreds 
of millions of dollars. “During the 
past decade in Canada there has been 
a pronounced movement toward public 
ownership of electric railways,” the re- 
port stated. “I am glad that our as- 
sociation is big enough and _ broad 
cnough to include all the electric rail- 
ways of Canada and that quite a num- 


ber of the publicly-owned railways 
have become members. The Toronto 
Transportation Commission, which, 


under the management of the vice- 
president of the association, controls 
one of the largest Canadian systems, is 
giving a splendid example of what can 
be done under public ownership and is 
rapidly producing here one of the 


model traction systems on the North . 


American continent.” 

The luncheon on Thursday was 
featured by an address of welcome, on 
behalf of the Mayor of Toronto, by 
Controller Hiltz. The feature at Fri- 
day’s luncheon was an address by Sir 
John Gibson, who recounted some of his 
early adventures in the development of 
hydro-electric power in Ontario. 

A spirit of optimism pervaded the 
annual banquet on Thursday evening. 
After the conventional toast to the 
King, proposed by Vice-President Cou- 
zens, and which was followed by the 
national anthem, a pregram of toasts 
and vocal selections was begun which 
lasted on toward midnight, ly re- 
sponding to the toast “Canada,” pro- 
posed by Lt.-Col. G. C. Royce, George 
Wright of the Toronto Transportation 
Commission outlined the country’s pos- 
sibilities, the responsibilities of its 
people and the conditions handed down 
to them by their ancestors, which he 
felt should be their guide in meeting 
their problems. Canada, he declared, 
is the white man’s last. prospect. The 
immigration policy should be such as to 
Mr. 
Wright briefly reviewed the potential 
wealth of the country and stated that 
he regarded Canada’s future to be in- 
dustrial rather than agricultural. 

In proposing the toast to “Our In- 
dustry,” G. Gordon Gale declared that 
electric transportation has become the 
backbone of the community life of 
cities. C. B. King, London, Ontario, in 
response, spoke of the development of 
the electric railway and some of the 


problems which must be faced by those 
in charge. 

F. A. Gaby, Toronto, proposed the 
toast “Our Guests,” to which response 
was made by Morris Buck, associate 
editor ELecTric RAILWAY JOURNAL. 
“The Ladies” was proposed by Hugh 
Millar, and responded to by Don M. 
Campbell, Preston. “The Technical 
Press” was proposed by E. P. Coleman, 
Hamilton, who paid tribute to Acton 
Burrows, editor Canadian Railway and 
Marine World. The latter in his re- 
sponse wittily replied, explaining briefly 
the purpose and work of the technical 
press. 


ENTERTAINMENT FEATURES 


Numerous. features were provided 
forthe entertainment of the ladies. 
The trip about the harbor which had 
been scheduled for Thursday afternoon 
was cancelled on account of rain, but a 
visit to the Royal Canadian Yacht Club 
was made instead, tea being served on 
the club verandas. On Friday the 
ladies had a motor trip about the city, 
with a tea at the Old Mill on the Hum- 
ber River. 

A baseball game was played between 
the company representatives and the 
manufacturers, which was called on ac- 
count of darkness and inability of the 
players to continue, the final score 
being Members 7, Manufacturers 3. A 
dance was held Friday evening at the 
King Edward Hotel, and it was in 
every sense an enjoyable affair. 


OFFICERS ELECTED 
At the Saturday morning session, the 


report of the nominating committee 


was received and accepted, the follow- 
ing officers being elected for the en- 
suing year: 

Honorary President, Sir John M. 
Gibson. 

Honorary Vice-President, Acton Bur- 
rows. 

Honorary Counsel, T. Ahearn, Ot- 
tawa; George Kidd, Vancouver; Col. 
J. E. Hutcheson, Montreal; F. A. Gaby, 
Toronto. 

The active officers are: 

President, H. H. Couzens, general 
manager Toronto Transportation Com- 
mission. 

Vice-President, D. E. Blair, Mon- 
treal. 

Treasurer, E. P. Coleman, Hamilton. 

Auditor, Lt.-Col. G. C. Royce, 
Toronto. 

The executive committee consists of 
the president, the vice-president, the 
immediate past-president (F. D. Bur- 
pee, Ottawa), and the following: C. L. 
Wilson, Toronto; W. S. Hart, Quebec; 
H. E. Weyman, Levis; G. Gordon 
Gale, Hull; C. B. King, London; M. W. 
Kirkwood, Galt; A. W. McLimont, 
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Winnipeg; D. W. Houston, Regina; 
H. K. McLean, St. John; N. B.; W. R. 
Robertson, Toronto. 

Don M. Campbell, representing the 
manufacturer members, recommended 
that the next annual meeting of the 
‘association be held in Ottawa. The 
manufacturers also recommended that 
a permanent secretary be appointed, 
who would devote at least one-half of 
the year to association duties, and the 
other half to attend state conventions, 
getting such ideas from them as he 
could. G. Gordon Gale recommended 
that it would be better to have a com- 
bined convention with the other elec- 
trical associations. This would give 
the manufacturers a chance to prepare 
better exhibits, which would be avail- 
able to the members of all such associa- 
tions. It was decided that steps should 
be taken to see what possibilities exist 
for co-operation between the different 
associations leading to a joint conven- 
tion. On this account no decision was 
made as to the place for the next con- 
vention. 


TIMELY TOPICS 


Prior to the convention a leaflet was 
circulated among the members contain- 
ing a number of questions on points 
connected with transportation and 
maintenance problems. The time avail- 
able was so short that only a small 
amount of discussion was possible.: On 
the question of the advisability of re- 
dipping old armatures in dipping var- 
nish, Mr. Robertson said that this. is a 
questionable value, because the main- 
‘tenance cost of old motors is so high. 
He said that a careful study frequently 
will show that it would pay better to 
scrap the old equipment and buy new 
on account of the lower maintenance 
cost and the smaller number of fail- 
ures. Different methods for dipping 
armatures were described by Messrs. 
Weyman, Royce and Blair. 

It was decided that the questions 
listed in the “Timely Topics” should be 
sent out to the members in the form 
of a questionnaire, and then should be 
returned by mail to the secretary. 


DISCUSSION ON TECHNICAL PAPERS 


The discussion on Mr. Jackson’s 
paper was led by N. D. Wilson, engi- 
neer on traffic studies of the Toronto 
Transportation Commission. He agreed 
with all the main points in-the paper, 
stating that he takes his facts into ac- 
count and draws his graphs in much 
the same manner. He illustrated his 
discussion with some of his charts, 
pointing out the differences between his 
method and that of Mr. Jackson, which 
he stated did not affect the general 
value of the information. In Toronto, 


two independent departments make 
traffic counts. The traffic department 
takes its counts at the controlling 


points, where the loads are maximum, 
making a check on each main route 
every two weeks and on each minor 
route every month. The traffic study 
department handles the outlying areas, 
making special counts looking toward 
the end of determ‘ning the direction of 


growth and possible changes in rout- 
ing. It was pointed out that the 
graphs do not show where routes 
should be short-lined. It is Mr. Wil- 
son’s impression that this information 
can be obtained only by personal can- 
vasses. 

Mr. Robertson, general superintend- 
ent- of the Hydro-Electric Railways, 
stated that on small lines traffic checks 
are not of such great value as on city 
systems. He suggested that headway 
recorders are of great value in check- 
ing up schedules on the street. 

Mr. Wilson. stated that in Toronto 
the checks are made by two men as- 
signed to each street corner, one man 
at a time being on from 6 a.m. to mid- 
night. These checkers estimate the 
passengers as the cars go. by. On heavy 
corners one man can get data for one 
direction only, taking the time, the car 
number, the route number, the destina- 
tion and the number of passengers on 
board. The field data are totaled in the 
office by fifteen-minute or half-hour 
periods. Particular attention is paid 
to the car number, to get the seating 
capacity, from which the overload on 
each car can be determined. Short-lin- 
ing is not determined from these 
counts, but riding counts are made by. 
observers stationed on the cars, to de- 
termine the number of passengers get- 
ting on or off at each stop. 

Mr. Couzens stated that Mr. Jack- 
son’s paper covered all the principal 
points in traffic checking, being re- 
markably complete. He brought out 
the point that traffic checking paid for 
itself. One value of the checks is the 
exploding of various ideas, not only 
those of citizens but also in other de- 
partments of the railway. The checks 
show at a glance the whole situation, 
and this information assists greatly in 
silencing complaints. He does not 
think that trainmen can get the in- 
formation to compare with that which 
can be obtained by a traffic checking de- 
partment. He states that saving one 
car on the base schedule is worth some 
$15,000 to $20,000 a year, which 
probably will be equal to all the cost of 
checking traffic for this period. 

In summing up the discussion, 
Mr. Jackson stated that considerable 
amounts of money are spent by com- 
panies to tell where and when the cars 
should be placed for the public’s bene- 
fit. He pointed out that it is equally 
necessary to follow this work up and 
see that the schedules are actually car- 
ried out on the streets. 


STANDARDS COMMITTEE 


The report of the standards commit- 
tee, G. Gordon Gale chairman, states: 

About s:x years ago the Canadian 
Engineering Standards Committee (now 
Association) was formed in Canada, 
and following this the American En- 
gineering Standards Committee was 
organized by the national associations 
of the United States. The newly 
formed standards committee of this 
association has found it desirable to 
follow the practice of the standards 
committee of the A.E.R.A. In this 


committee, the C.H.R.A. now has an 
official medium of co-operation with the 
standards committee of the A.E.R.A., 
and with the Canadian Engineering 
Standards Association. 

The secretary of the C.E.S.A. has 
called upon this committee for rep- 
resentation on sectional committees 
engaged in drafting standard specifi- 
eations on the following: Wire strand; 
signals on highways; overhead cross- 
ings. These projects are in various 
stages of completion. 


PuBLIC RELATIONS COMMITTEE 


The committee on public relations, 
A. W. McLimont, Winnipeg, chair- 
man, reported that its work during the 
past twelve months has been largely 
confined to interchange of opinions 
among the various members. Local 
conditions must be the governing fac- 
tor in all public relations work. There 
are well established and well defined 
policies for the advancement of good 
public relations, such as frank and 
open policy in dealing with the public; 
proper publicity, backed up by a per- 
formance of good service; investing the 
railway with a personality which makes 
itself felt in all movements for the 
public good; systematic and continuous 
education of employees. 

The individual opinions of certan 
members of the committee, while it is 
stated that they are not necessarily 
shared by all, are included. George Kidd, 
Vancouver, stated: “Where cities are 
served by private companies, and such 
cities have grown to a size where they 
consider the ownership of their own 
utilities desirable, that the public 
should be educated to treat the exist- 
ing company, which has done the pio- 
neer work, fairly, and should buy it 
out, rather than enter into a campaign 
of competition, which would be in- 
jurious alike to the public and the 
shareholders. In other words, these 
companies are not prepared to enter 
into competition with municipalities, 
for, as you are aware, such competition 
is extremely unfair.” 

W. J. Lynch, Quebec, stated: “It is 
my opin’on that a blanket policy of 
advertising as regards public rela- 
tions cannot advantageously be adopted. 
Moreover, I have found that there is a 
great deal to be derived from ‘leaving 
well enough alone.’ It is my opinion 
that unless a public utility company 
has some request to make of some 
regulatory body and its operations are 
running aleng smoothly, it is better to 
refrain from any policy of publicity, it 
being most important that public 
utility officials do their utmost to pre- 
vent occurrences that irritate the pub- 
lic, and further, to do all that is pos- 
sible to promote public relations and 
good will.” 


DEPRECIATION AND CLASSIFICATION OF 
ACCOUNTS 


A special committee was appointed 
at last year’s meeting to consider and 
report on questions of valuation, main- 
tenance, depreciation and classification 
of accounts. This committee, H. E. 
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Weyman, Levis, chairman, reported 
that it had confined its work to the 
last two of these topics. At present 
there are numerous classifications in 
use in Canada, both by regulatory 
bodies and the electric railway industry. 
This necessitates more or less extra 
work beyond what would be required if 
a uniform classification were in force. 
There are two recognized classifica- 
tions, the Interstate Commerce Com- 
mission classification and that of the 
Canadian Minister of Railways. The 
committee recommends a uniform Cana- 
dian classification to be recognized 
and adopted by the industry and pub- 
lic regulatory bodies, in which pro- 
vision should be made for all of the 
standard accounts, with such modifi- 
cations as are necessary to cover Cana- 
dian conditions. It is also recom- 
mended that the Canadian regulatory 
bodies be requested to permit the in- 
dustry to make the returns for the 
calendar year. 

In the portion of the report on de- 
preciation, the fundamentals of the sub- 
ject are reviewed, followed by an out- 
line of the I.C.C. classification rules. 
It is stated that considerable confusion 
exists between such items as “repairs,” 
“renewals,” “depreciation,” “replace- 
ments,” “deferred maintenance,” “re- 
construction,” “accrued maintenance” 
and “accrued depreciation.” It is 
recommended that a definite distinction 
should be made and adopted between 
maintenance and depreciation, as dif- 
ferent commissions and classifications 
give different rules. The committee 
submits for consideration that depre- 
ciation, in relation to the electric rail- 
way, is not necessarily a loss in value; 
it is purely an operating expense. The 
definition of the term “depreciation” 
should be clearly stated and agreed 
upon by all regulatory bodies and the 
industry at large. Distinction should 
be made and agreed upon by all in- 
terested parties between ordinary 
maintenance and renewals and replace- 
ments (depreciation). Obsolescence is 
considered to be an expense chargeable 
to future income. 

The discussion was led by Mr. Couzens, 
who considered depreciation especially 
in connection with publicly owned 
enterprises. Obsolescence he holds to 
be a different item from depreciation. 
The problem in that case is whether 
the economy to be obtained from the 
replacements of antiquated parts will 
pay in, say, five years for the expen- 
ditures to be made for the new parts. 
If it cannot be paid for from savings 
in that length of time, it is very ques- 
tionable whether an existing part 
should be retired and replaced. There 
is a problem in connection with the 
depreciation problem, depending on 
whether the amount charged to it is 
to be invested in securities or rein- 
vested in your own enterprise, thus re- 
ducing the amount of capital which 
must be raised. He pointed out that 
putting the money raised from the de- 
preciation account in a trust fund will 
bring only a relatively low rate of in- 


terest, which is in practically every 
case less than can be earned by putting 
the money back into the property. In 
case the latter is done, he thinks the 
depreciation fund ‘should be credited 
with the interest earned on the new 
investment. 

Mr. Robertson, in commenting on the 
fact that the land values should not 
be depreciated, raised the question of 
whether advantage should be taken of 
appreciation of land values. 

Mr. Couzens pointed out that where 
new capital has to be raised for an 
enterprise there is always present the 
question of whether the _ securities 
issued should be sinking fund deben- 
tures or serial debentures. He prefers 
the serial type, because then the prin- 
cipal is being retired and advantage 
taken of reducing the amount of in- 
terest which must be paid, in a manner 
similar to the reduction of interest by 
putting money back into the property. 
In this way, he gets rid of capital 
bearing a high interest rate, whereas 
the sinking fund usually brings only a 
low rate of interest. 


EXHIBITS 


A very attractive display of electric 
railway material was presented by the 
exhibitors. Among the principal ex- 
hibitors were Allen General Supplies, 


Ltd., Toronto; Don M. Campbell, Ltd., 
Preston, Ont.; Canadian Car and 
Foundry Company, Montreal, Que.; 
Canadian-Cleveland Fare-Box Com- 
pany, Preston, Ont.; Canadian General 
Electric Company, Ltd., Toronto, Ont.; 
Canadian National Safety League, 
Toronto, Ont.; Canadian Railway and 
Marine , World, Toronto; Canadian 
Steel Foundries, Ltd., Montreal; Cana- 
dian Westinghouse Company, Ltd., 
Hamilton, Ont.; C. E. A. Carr Com- 
pany, Toronto; Differential Steel Car 
Company, Findlay, Ohio; Dominion 
Wheel and Foundries Company, Ltd., 
Toronto; Electrical News, Toronto; 
ELECTRIC RAILWAY JOURNAL, New 
York; Electric Traction, Chicago, IIl.; 
English Electric Company of Canada, 
Ltd., St. Catharines, Ont.; Ferranti 
Meter and Transformer Manufactur- 
ing Company, Toronto; Lyman Tube 
and Supply Company, Ltd., Montreal; 
Nachod Signal Company, Inc., Louis- 
ville, Ky.; Metal and Thermit Corpo- 
ration, Toronto; Ohio Brass Company, 
Toronto; Railway and Power Engi- 
neering Corporation, Ltd., Toronto; 
Sarnia Bridge Company, Sarnia, Ont.; 

Southam Press, Ltd., Montreal; United 
States Steel Products Company, To- 
ronto; Witherow Steel Company, Pitts- 
burgh, Pa.; White Motor Bus Company, 
Toronto. 


A Traffic Survey for Urban Railways’ 


By ALEXANDER JACKSON 
Superintendent of Time-Tables, Public Service Railway, Newark, N. J. 


HE frequency of car service should 

be determined by the riding habits 
of the patrons along the route, first 
consideration being given to lines of 
heavy travel, thereby accommodating 
the largest number. It should be borne 
in mind that the riding habit of pa- 
trons along a line of light travel can 
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be discouraged by curtailing the serv- 
ice and thus causing long waits be- 
tween cars. Close observation must be 
made to keep in touch with and to meet 
every changing riding condition and 
the car service arranged accordingly. 
In many cases the members of the 
operating department can obtain in- 
formation in advance that will enable 
them to anticipate some of the changes 
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Fig. 1—Portion of Typical Traffic Chart 
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I will give you a description of the 
methods employed by one of the large 
railway companies for taking, record- 
ing and filing its traffic records. The 
traffic department is in charge of a 
traffic engineer who employs about 
twenty traffic checkers. These men 
are assigned to designated points on 
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Fig. 2—Chart Showing Deviations in 
Running Time 


the line to be checked. The locations 
chosen are at points of maximum load. 
To enable the checker to count the 
number of passengers on the car while 
it is standing, the points chosen are 
usually at streets where a compulsory 
stop is made. The men are furnished 
with slips showing the seating capacity 
of each type of car in service. They 
record,on a standard printed form the 
car or the train number, the time and 
the number of passengers on each car 
as it arrives, or if the location is where 
a heavy pick-up is made. the leaving 
load is recorded. By furnishing the 
checkers with slips, showing the seat- 
ing capacity, they are enabled to make 
a fairly accurate count during the rush 
hours on a line operating a short head- 
way, by simply counting the number of 
passengers who are standing and then 
adding to this number the seating 
capacity. 

This company endeavors to make a 
check during the rush hours morning 
and night on the heavy trunk lines once 
a week and on other lines once every 
two weeks. More seats being supplied 
than passengers carried during the 
non-rush hours, the off peak period 
being almost constant, all-day records 
of eighteen hours are only made 
periodically on week days, but quite 
frequently on Saturdays and Sundays, 
especially during the summer months, 
or during the transitory periods, when 
these checks are necessary for the re- 
arrangement of time-tables to take care 
of the park and summer resort travel. 
Other points at which passenger counts 
are taken are intersections with other 
lines and at transfer points, also at the 
point of divergence when two or more 
lines run jointly over the same track. 
This location also applies to a line with 
several terminals. 


THE TRAFFIC CHART 


After completing their check on the 
street the checkers come into the office 
and make graphic charts of their 
work. A specimen chart, Fig. 1, shows 
the line and location where the record 
was taken, together with the weather 
conditions. The checker spots the car 
on this form according to the time and 


the number of passengers. For ex- 
ample, if a car arrives at 7 a.m. with 
sixty-five passengers a spot is made on 
the line opposite 65 and on the line 
directly above 7 a.m. If the car should 
be one of the type seating forty-eight 
passengers a solid line is drawn from 
zero to 48 with a broken line to 65, 
showing seventeen passengers stand- 
ing. The average number of passen- 
gers per car is shown by a horizontal 
line opposite the number of passengers 
for each half-hour period. 

Along the base of the chart, directly 
under the time, is shown the scheduled 
headway, the number of cars called for 
on the time-table to pass in each half 
hour period, and the actual number 
passing. These charts, when completed, 
will show at a glance each and every 
car, its time of arrival, seating capacity 
and the number of passengers it car- 
ried. Any break in the headway or 
interval between cars or bunching will 
stand out prominently. To the right is 
shown the total number of seats sup- 
plied and passengers carried in each 
half hour period. 


RUNNING TIME CHECK 


This is another form developed from 
the checkers’ traffic data. The chart, 
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Fig. 2, is made up in the same manner 
as the traffic check except that head- 
way in minutes is shown on the left in 
place of passengers. The headway that 
is scheduled to pass the point where 
the checker is stationed is shown by a 
horizontal line drawn opposite the min- 
utes. All cars on scheduled headway 
show on the line, those on shorter head- 
way below, and those with a longer 
headway above the line. All bunching 
of cars will also show below the line. 
Another form of traffic study de- 
veloped showing where business orig- 
inates and where distributed is known 
as the distribution chart, Fig. 3. To 
procure the data required two ob- 
servers are placed on a car, one at the 
front platform and the other at the 
rear platform. At each stop through- 
out the trip each observer records the 
street, time and the number of passen- 
gers boarding or leaving the car. One 
of these observers with a stop watch 
records the length of each stop in 
seconds. From this data each trip is 
charted. The length of trip in miles is 
shown on the horizontal scale, the pas- 
sengers boarding and leaving being 
shown in vertical scale. Those board- 
ing are shown above the base line and 
those leaving below the line. The num- 
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ber of passengers on the car at each 
point is obtained by taking the con- 
tinuous algebraic sum of the ons and 
offs, and connecting the points thus 
obtained. 

A line should be drawn through the 
chart showing the seating capacity. 
Those above the line being standing 
passengers, this will show the distance 
and length of time passengers were 
compelled to stand on each trip 
recorded. From this chart a study can 
be made of the possibilities of estab- 
lishing a short line service, thereby ob- 
taining the maximum use of equipment 
at minimum cost, as the data will 
enable you to make a close estimate of 
the amount of business picked up and 
discharged at each stopping point on 
the route, together with the location 
and duration of your maximum load. 
By obtaining the area of the close 
curve formed by the load line the pas- 
senger miles for the trip is given, 
which divided by the total passengers 
carried will give the average ride per 
passenger. 

The question regarding the looping 
or turning of cars in the congested dis- 
trict is one that cannot be settled with- 
out a complete study of existing condi- 
tions; while through routing could be 
worked to advantage in some localities 
it would not accomplish the best results 
in others. This study can also be made 
from the distribution chart. 

The running time points on each line 
should be checked up at frequent inter- 
vals and the trainmen impressed with 
the importance of getting their cars 
over the line as called for by the time 
table. Intermediate time points should 
be of five minutes or less. All transfer 
points, intersections, railroad stations 
or principal locations on the line should 
be established time points. Check 
should also be made periodically of 
how cars are leaving the car house on 
the pull-out -trips, commencing the 
day’s work. Many of the irregularities 
in headway during the rush hours are 
traceable to a crew pulling out late. 
Another condition causing bad head- 
ways is created by one crew leaving 
a terminal a minute ahead of time 
while the following crew leaves a 
minute late. This is a condition created 
by lack of supervision which should 
be corrected as soon as discovered and 
action taken that will cause the train- 
men to be particular in the strict ob- 
servance of schedule. 

Delays caused by congestion in the 
business district should be analysed and 
steps taken to get the co-operation of 
the municipal authorities with a view 
of reducing them to a minimum by re- 
ducing the number of loading and un- 
loading points and establishing trolley 
station stops. Delays at turnouts on 
single track lines should be given study. 
On account of the longer headway of 
th’s character cf line, riding can be 
discouraged if the delays are too fre- 
quent. Delays at intersections with 
main lines, transfer points and those 
at heavy ‘loading points, due to pas- 
sengers not having’ exact fare ready 
and being compelled to get change, 
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should be eliminated or brought down 
to a minimum. All of these delays 
have a direct bearing on operating ex- 
penses and by making a saving in the 
time lost at these points and speeding 
up the operation, a saving in the num- 
ber of cars required to handle the rush 
hour can be made, or the cars saved 
can be added, increasing the service 
without additional cost. 


Central Electric Railway Asso- 
ciation Entertainment 


HE committee on arrangements of 
the Central Electric Railway 
Association, of which S. D. Hutchins, 
Westinghouse Traction Brake Company, 
Columbus, Ohio, is chairman, has 
completed arrangements for the enter- 
tainment of delegates to the summer 
meeting at Cedar Point, Ohio, July 18, 
19, 20. The business program was 
published in these columns last week. 
On Wednesday forenoon, July 18, 
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there will be cards for the ladies in 
the lobby of the Breakers Hotel. 

Wednesday afternoon, arrangements 
have been made for a water polo game 
between teams to be selected. There 
will be a trip to Put-in-Bay for those 
who desire to go, leaving Cedar Point 
on the S.S. City of Erie at 12 o’clock, 
arriving at Put-in-Bay at 1 o’clock and 
returning at 2:45. 

Wednesday evening there will be a 
dance for convention delegates in the 
pavilion. 

Thursday forenoon, cards again for 
the ladies. 

Thursday afternoon is left open. _ 

Thursday evening there will be a 6 
o’clock dinner, for which speakers and 
entertainers will be provided. : 

Arrangements have also been made 
so that delegates may have the priv- 
ileges of the Plum Brook Golf Club. 

President J. P. Barnes is planning to 
bring the Louisville Railway Quartet as 
one of the entertainment features. 


Bus Law Main Topie of Iowa Convention 


Commissioner Indicates that Law Is Approved by the Iowa Railroad 
Commission—The Pass System and Publicity Are Discussed 


HE new motor vehicle law recently 
passed by the Iowa Legislature 
was the main topic under discussion at 
the Iowa Electric Railway Association 
meeting held at Mason City, Iowa, on 
June 28, in conjunction with the Iowa 


Section of the National Electric Light’ 


Association. Speaking at the joint 
session of the two associations, Charles 
F. Webster, member Iowa Railroad 
Commission, stated that the new motor 
vehicle law had the hearty support and 
approval of the railroad commission. 
His interpretation of the law indicated 
that it was not the intention of the 
Legislature to put the buses out of 
business, inasmuch as the legislators 
appreciated the fact that buses have a 
place in the transportation field. How- 
ever, the bill was framed in order to 
protect the rider and to pay for the 
use of the highway. ~ 

Diverging from the subject of motor 
vehicle law, Mr. Webster spoke briefly 
on general conditions throughout the 
country, and in particular, Iowa. He 
indicated in his address that service 
as well as rates of fare will determine 
the condition of the railroads, both 
steam and electric, and in conclusion 
urged that there be more business in 
politics and less politics in business. 

A brief outline of the work done by 
the Iowa Committee on Public Utility 
Information during the eighteen months 
of its life was given by Joe Carmichael, 
director. During this period the com- 
mittee has won the respect and con- 
fidence of the newspaper men through- 
out the state-and has become a consist- 
ent advertiser in all the papers of the 
state. No criticism of any kind has 
been made by any of the papers. News 
space was obtained in the eighteen 
months which if rated at the customary 
advertising rate would amount to 
$70.000. An actual expenditure of 


$20,000 in advertising space had been 
made. The committee plans to provide 
speakers to give brief addresses in 
various communities on public utility 
activities. 

A discussion of recent court and com- 
mission decisions concerning “Fair 
Value, Depreciation and Rate of 
Return” was given by John A. Reed, 
Cedar Rapids, Iowa. This discussion is 
in printed form and may be obtained 
from the Iowa Committee on Public 
Utility Information, Des Moines. That 
the utilities stand on a firm foundation, 
with the courts serving as a stone wall 
between them and attacks by politicians, 
was the concluding opinion of Mr. Reed 


_ after discussing a few of the outstand- 


ing cases printed in the pamphlet. 

Following President H. E. Weeks’ 
address at the afternoon railway men’s 
meeting, C. D. Cass gave a brief dis- 
cussion of the new motor vehicle 
regulatory law which has recently 
been passed by the Legislature. While 
the bill was not wholly satisfactory to 
the railway men, he felt that it con- 
tained some of the fundamental 
principles desired. - Interpretation of 
various portions of the law were given 
by several of the railway men present. 
The principal provisions of the law are 
given in the following: 


The Iowa bill places intercity motor car- 
riers, hauling either freight or passengers, 
under the supervision of the State Railroad 
Commission. Not only will buses and motor 
trucks be subject to regulation as to rates 
and charges, but they will be compelled to 
pay taxes for the upkeep of the roads over 
which they travel. 

The law affects all motor carriers travel- 
ing over definite routes hauling either per- 
sons or property. It is specifically worded 
to include gasoline trucks which follow a 
fixed route but excludes trucks used for 
carrying farm and dairy produce. 

According to the terms of the law the 
-Railroad Commission is authorized to fix 
rules for the operation of buses for the 
protection of the public and also to in- 
vestigate and determine reasonable rates. 
Before an operator can place a bus or truck 
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in service he must first obtain a certificate 
for doing business from the Railroad Com- 
mission. The bus men _ succeeded in, 
killing by amendments some of the most * 
drastic features of the bill as originally in- 
troduced, but were not strong enough to 
smother the bill. 

In addition to vesting the railroad com- 
mission with authority to supervise. and 
regulate motor vehicles not operated wholly 
within the limits of any city, the law 
requires them to obtain from it certificates 
of convenience and necessity. It imposes 
the following taxes in addition to the reg- 
ular license fees or taxes imposed on motor 
vehicles in the state: 

Motor vehicles having pneumatic tires, 

_ one-eighth cent per ton-mile of travel over 
and along the public highways. 

Motor vehicles having hard or solid. tires, 

one-fourth cent per ton-mile of travel over 
and along the public highways. 
' Passenger ton-miles are to be figured by 
taking the maximum seating capacity of 
the vehicle, including trailers, at 150 lb. per 
passenger seat, plus the weight of the 
vehicle; while freight ton-miles are to be 
found by taking the maximum freight car- 
rying capacity of the truck plus the weight 
of the vehicle. 

The maximum weights permitted, includ- 
ing the weight of the vehicles, are 16,000 lb, 
for vehicles with solid rubber tirés and 
20,000 Ib. for vehicles with pneumatic tires. 

The taxes collected are to be used in the 
maintenance and repair of the highways 
and streets over which the carrier operates. 
The law provides that the money shall be 
allocated to the various city and county 
road districts in the same proportion as 
the mileage operated is distributed among 
the districts. 

All motor carriers are required to file with 
the Railroad Commission liability insurance 
ponds, in form and amount to be determined 
by the commission, to provide compensation 
for injuries and damages for which they are 
liable, and also a bond satisfactory to the 
commission to guarantee payment of all 
fees, taxes or charges due to the state and 
for the faithful performance of the service 
it undertakes. ~ 

The commission is authorized to adopt 
and enforce such safety rules and regula- 
tions as in its judgment may be necessary. 
The act prescribes that drivers of motor 
carriers must be more than twenty-one 
years of age, of good moral character, fully 
competent to operate a motor car and hold 
a regular chauffeur’s license from the state 


motor vehicle department. The speed is 
limited to 25 m.p.h. for passenger vehicles 
and 20 m.p.h. for freight carriers. 


Mr. King, Rock Island, described the 
monthly identification card as it is used 
in Mason City and Rock Island. Mr. 
King presented figures which tended to 
show that the pass had the result of 
bringing back the riding habit among 
the people, it being particularly success- 
ful in the Tri-Cities, where the railway 
system serves 80,000 people in two dis- 
tinct business districts. On that partic- 
ular property the average receipts per 
revenue passenger were a little less 
than 7 cents. Figures indicated that the 
pass was used for a little less than two 
rides per day, which amounted to about 
fifty-nine rides per month. By way of 
comparison, in Mason City and Musca- 
tine, cities of 20,000 population, the 
average receipts per revenue passenger 
have amounted to 7.5 cents, the average 
number of rides per passenger per 
month in Mason City being seventy- 
seven and in Muscatine, fifty-four. 
Discussion following Mr. King’s talk 
seemed to indicate that the identifica- 
tion card system will increase riding. 

The officers elected for the ensuing 
year are: F. C. Chambers, president 
Des Moines City Railway, president; 
R. A. Leussler, Omaha, Neb., vice-presi- 


dent; and H. E. Weeks, Davenport, 
Iowa, secretary and treasurer. 
Announcement was made by John 


Sutherland that the fall meeting of 
the Iowa Electric Railway Association 
will be held Aug. 30 and 31 at Daven- 
port, Iowa. 


American Association News 


Good Exhibit at Atlantic City Assured 


At Its First Meeting to Assign Space, the Exhibit Committee Finds 
More than 100 Applicants and Applications for 
52,000 Square Feet of Space 


HERE was a well-attended meet- 
ing of the exhibit committee at as- 
sociation headquarters on July 2, when 
the first allotment of space for exhibits 
at the Atlantic City convention was 
made. F.C. J. Dell, director of exhibits, 
reported that the applications for space 
already received were 50 per cent 
greater, both in number and in space 
desired, than at this time for the last 
Atlantic City convention in 1922. This 
assures a successful exhibit. It is be- 
lieved that the absence of an exhibit 
feature this year at the N. E. L. A. 
convention and at the convention of the 
Mechanical Division, A. R. A., has 
‘helped to make this demand for space 
at the A. E. R. A. convention. 
Members ‘of the committee in at- 
tendance at the meeting in New York 
were: L. W. Shugg, chairman; Clinton 
E. Morgan, vice-chairman; T. W. 
Casey, George Keegan, J. C. McQuis- 
ton, L. H. Palmer, A. M. Robinson, 
E. P. Waller and J. W. Welsh. 
After a discussion on various details 


of the exhibit, Mr. Shugg, the chair- 
man of the committee, surrendered the 
chair to Mr. Morgan, vice-chairman, 
under whose direction actual assign- 
ment of space took place. Following 
is a list of the exhibitors with their 
space as assigned by the committee: 


Space Numbers 
. 300-302 


Firm Name 


American Motor Truck Company. . 
American Abrasive Metals Company... .538 
American Brake Shoe & Foundry Co...500 
Anaconda Copper Mining Company..... 525 
Bethlehem Steel Company. .562 to 567 incl. 
Bates Expanded Steel Truss Company. .207 
The Buda Company 72 
The Baldwin Locomotive Works 148-150- aa 


Dewey Como COMPANY sles wie gcse ewes 8 

Bridgeport, Brass: Company.........06.. 14 
Bethlehem Ship Building Company .568-569 
Consolidated Car Fender Company..... 506 


Barrons Ga oouier, INC. . 5. c. ee ee ee 606 
Chicago Pneumatic Tool Compan 

AeA MMGAB iy Soicter a wc eas 101, 103, 105, bie 
The Curtain Supply Company......... 


Cheatham Electric Switching Device Co. 516 


Consolidated Car Heating Company.....2 

Chillingworth Mfg. Company ......... 503 
Carnegie Steel Company .........6..5. 416 
DI Ry Ge ZA METIMAD op sc ewe ee ee oes 412 
The Drew Electric & Mfg. Co....... 576-577 
Duff Manufacturing Company ......... BTL 
ELECTRIC RAILWAY JOURNAL.......+e0005 uf 
Hlectric Service Supplies Company..... 414 
Economy Electric Devices Company....616 
AO VISUICOR MOMMA: wc et ee 602 


Firm Name Space Numbers 


Elliott Service Company........... 559-561 
The Electric Railway Improvement Co.200-C 
The O. M. Edwards Company...... 527-529 
LE CEVICHE TACTION f.\Narc are ws eiaie «vies so oles. 0s 10 
Fageol Motors Company........... 304-306 
Foamite-Childs Corporation ....... 521-523 
General Electric Company...... 20-10B- ey 


Galena Signal Oil Company............ 
Griffin Wheel Company 
Garford Motor Truck Company. 310-312-314 


Gold Car Heating & Lighting Co... .579-581 
Globe Ticket Company ............ 572-573 
Hale and Kilburn Corporation...... 406-408 
Haskelite Manufacturing Company..... 608 
Heywood-Wakefield Company. .520-522-524 
Hyatt Roller Bearing Company........ 614 
Illinois Steel Company... .c.0 tes cye aes 416 


International Steel Tie Company 121, 123, 125 
Ingersoll-Rand Company 200B 
The Lorain Steel Company .546-547-548-549 
Morton Manufacturing Corporation... .602 
Metal & Thermit Company. .13-116-118-120 
More-Jones Brass & Metal Company .554-555 
McCardell & Co., J. R 200-D 


National Railway Appliance Company. .620 
National Tube Company...........550-552 
Ry EDeONubta Company csc.c chess sale lec sie 17 
The National Lock Washer Company.. .541 
National Pneumatic Company. .12-14- 16-18 
Nachod Signal Company ..........512-514 
National Brake Company, Inc. ........ 543 
Naugle Pole & Tie Company ..........560 
National’ Carbon Company ..:......... 604 


The Okonite: Company. escres aves see 5384- 536 
The Ohio Brass Company...... 23 
Ohmer Fare Register 
The. Pantasete Company .oc5f 6... oe 


Bratt eacebamperts Vi G.wich Sete tists aoe aoe end 501 
The! Rail Foint: Company. 4:2... ca 03 
Root Spring Scraper Company .......£ 75 
Railway Track-work Company..... 171-173 
Rail Welding & Bonding Company. .201-205 
Reade Manufacturing Company... .505-507 
Reo Motor Car Company....124 to 136 incl. 
Railway Utility Company .........502-504 
Railway Improvement ae et .508-510 
The Railway Materials Company.. .531-533 
St Sbowis Car) Company... .s .siecces acct 540 
Safety Car Devices Company.......... 19 
Simmons-Boardman Publishing Co.. -10A 
Pybehin, akeGeiy WV ORES ciecwisl e\ic)'s mb 1c os be wavet ess 


A. Stucki Company 
Sattley. Company 
George W. Saums Company 
The Peter Smith Heater Company. a) 
Standard Underground Cable Company . 405 
Stafford Roller Bearing Car Truck Corp. 


104-106 
The T. H. Symington Company......... 570 
ub PI AMO SERIOS) CRTC. ei) «cfg a eres bs 215 
The Sherwin-Williams Company .578-580 


Taylor Electric Truck Company 111-113-115 
The Timken-Detroit Axle Company 
584-585-586-587 


The FGSAS (Syne aye re hit ieee Bh relate pe un, Bata 8A 
Transit Equipment Company ..........5382 
The Trolley Supply Company......556-557 
PANN CNOA CSIC Oy teceke! eriele ono vg eriaftes win <6 526 


Tool Steel Gear & Pinion Company..... 618 
United Lead Company 5 


The United States Graphite Souaey- . 530 
The Universal Lubricating Company...509 
Wheel Truing Brake Shoe Company... .513 
Western Blectric Company. -515- 517- 519 


Westinghouse Traction Brake ‘Company 144 
Westinghouse Companies 21-15A 
Westinghouse Electric & Manufacturing 


COMI Ayn we iataeeals mie Sa a ih aoa a ects 15B-216 
tom Wharton, Jr. & Company, 

aaNet: edeudun ih aund cantata Wiel a tavare & 588-589 

ayy White Company voess. 133 to 147 incl. 


Waukesha Motor Company........ 117-119 


Entertainment Committee 


MEETING of the committee ap- 

pointed by President Emmons to 
plan for the entertainment at Atlantic 
City convention was held in the office 
of the association on July 2. Those in 
attendance were: J. C. McQuiston, 
chairman; William Arthur, C. H. Beck, 
E. C. Faber, J. H. Hanna, George R. 
Lyman, L. H. Palmer, L. W. Shugg, 
K. A. Simmon, E. P. Waller, H. W. 
Blake for H. L. Brown, and George 
L. Draffan for E. F. Wickwire. 

While it is too early yet to outline 
the entertainment features considered, 
the committee gave full consideration 
to afternoon entertainments for the 
ladies and evening programs. | Chair- 
man McQuiston reported a visit to 
Atlantic City with Mr. Welsh, and that 
the various principal hotels had ex- 
pressed a willingness to co-operate. 
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Maintenance of Equipment 


Air-Operated Scarifier and 
Ice Cutter 


N ICE CUTTER and scarifier 
which was constructed by the 
Easton division of the Lehigh Valley 
Transit Company has proved a great 
convenience and labor saver. A 
Brill-21 truck was used, but an addi- 
tional pedestal opening was installed 
in each of the side frames to provide 
clearance for operating the teeth. 
The wheelbase was made 8 ft. The 


Hand brake 


Motor-mans = 
VOWE sr Foam aaa 


Filled with 
Scrap or concrere.. 


12-in. air cylinders. These are placed 
in tandem with a bell-crank lever 
fastened to the middle of the con- 
necting rod. This bellcrank lever 
fulerums about a support at the top 
of the truck, and the movement of 
the air-cylinder pistons back and 
forth causes the opposite end of the 
bell crank lever to rise, thus raising 
or lowering the steel, teeth. 

A standard motorman’s valve con- 
trols the air pressure to the operat- 
ing brake cylinders. The car is not 


-Aqjustimest for devi 


Details of Construction of Air-Operated Scarifier and Ice Cutter 


steel teeth are supported by a rail 
with slotted recesses to receive them, 
and they are held in position by a 
steel bar which passes back of the 
teeth and is bolted to the web of 
the rail. This supporting rail ful- 
crums about a point just ahead of 
the rear pair of wheels. An addi- 
tional cross-rail has been installed 
at this point for strength and to 
give the necessary support. The 
arms connecting the rail which hold 
the teeth to the fulcrum point are 
fitted with a shock-absorbing spring. 

The raising and lowering of the 
teeth, together with the supporting 
rail and mechanism, are accom- 
plished by means of two 12-in. x 


equipped with a compressor, but 
through an air-hose connection re- 
ceives its air supply from the car 
which hauls the scarifier. 

When the steel teeth are lowered 
into position they are held by ver- 
tical adjusting bars which are bolted 
into position to regulate the depth 
of cut. This vertical bar can also 
be adjusted to give different tooth 
inclinations. Various holes are pro- 
vided in the bar and in the cross 
support for bolting. The top part 
of the scarifier is filled in with con- 
crete to give the desired weight for 
holding it in position during oper- 
ation. The draft rigging is con- 
nected direct to the arm which sup- 


The Scarifier and Ice Cutter Equipped for Operation 


ports the teeth, so that none of the 
strain is transmitted through the 
truck framework. 

This scarifier was designed by M. 
C. Garlick, supervisor of tracks for 
the Easton (Pa.) Transit Company, 
and has proved economical for rip- 
ping up asphalt and macadam pav- 
ing. It also was of considerable use 
for removing ice from between the 
rails and for a distance outside the 
rails during the past winter. The 
accompanying drawing shows details. 


Unique Armature Truck 
_ Made from Old Rails 


T IS the practice in the shops of 

the Buffalo & Lake Erie Traction 
Company, Erie, Pa., to store upon 
two racks about 12 in. above the 
floor the armatures awaiting repair. 
As a means of transporting the heavy 
armatures, a simple truck has been 
made of old rails. 

Two rail sections, each about 11 ft. 
long, and bent in the shape of a long 


Armature Truck Made of Rails 


narrow letter U, form the framework 
of the truck. The U rests upon one 
of its arms with the curve at the 
front end of the truck and the upper 
arm in the same vertical plane as 


the lower arm. The other rail is’ 


similarly shaped and placed about a 
foot distant from the first. Thus an 
armature can rest securely between 
the two upper arms, with its axis 
parallel to the length of the truck. 
Under the lower arms are fastened 
three 6-in. cast-iron wheels. At the 
front end-is a hinged tongue by 
which the truck is moved. The par- 


- ticular advantage of this shape of 


vehicle for carrying armature lies 
in the fact that it can be backed in 
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‘at right angles to the repair rack, 


with its lower arms just under the 
jron frame of the rack and its upper 
Heavy armatures 
ean then be rolled sidewise onto and 
off the truck with little effort. 


Different Colors for Tools 
‘Prevent Misplacement 


T THE Connellsville, Pa., shops 
of the West Penn Railways a 
number of portable tools are in use 
that help greatly to speed up work. 
These belong to various shops, but 
may be taken out on special jobs any- 


Taper Roller Bearings Ap- 
plied to Loose Pulleys 


DJUSTABLE taper roller bear- 
ings with provision for taking 

the end thrust have been applied to 
loose pulley construction by the St. 
Louis Machine Tool» Company,. St. 
Louis, Mo. Roller: bearings have been 
tried previously in loose pulley con- 
struction, but several disadvantages 
were found. The use of straight 
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Loose Pulley with Taper Roller Bearings 


roller bearings did not provide the 
necessary features of wear adjust- 
ment and end thrust to make a good 
pulley, and the outside diameter in 
relation to the bore was so large as 
to eliminate this type of construction 


from use in the usual arbor pulleys 


on high speed machines where the 
pulleys were necessarily small. 

With the construction now intro- 
duced by the St. Louis Machine Tool 
Company, the races can be made ex- 
ceptionally thin so that loose pulleys 


-can be made down to 2% in. diameter 


by mounting the bearings directly 


New Equipment Available 


where about the shops or yards. In 
order to prevent misplacement’ of 
such tools after the completion of 
such work, they have been painted 
with separate distinctive colors for 
each shop. Thus, for instance, a tool 
painted brown is seen at once to be- 
long to the carpenter shop, and there 
can be no argument regarding the 
ownership. 

The adoption of this plan has made 
it much easier to keep the tools on 
hand in their proper places, so that 
they are always available when they 
are needed, and in this way emer- 
gency work about the shops is facili- 
tated greatly. 


on the shaft. This type of construc- 
tion, however, is not preferred by 
the manufacturers, as they recom- 
mend mounting them on a sleeve as 
shown in the accompanying illustra- 
tion. With this type of construction 
old and worn shafts or arbors can be 
saved, which frequently are worth as 
much as the pulley. 

Pulleys of this new type are being 
supplied by the St. Louis Machine 
Tool Company for replacement on all 
classes of machinery in sizes from 
23 in. to 26 in. diameters. Hanger 
boxes and countershafts can also be 
equipped with this type of bearing. 


Small Direct-Connected 
Compressor 


HERE has always been a demand 

for small air compressors which 
can be directly connected to an elec- 
tric motor, but, because of the speed 
restrictions imposed by the limited 
area of the compressor valves used, 
such combinations heretofore have 
been unavailable. As a result, belt 
drive and, in some instances, gear 
drive have been employed. The Chi- 
cago Pneumatic Tool Company, New 
York, N. Y., has recently developed 
a line of high-speed compressors 
which can be directly connected to 
electric motors or internal combus- 
tion engines by means of flexible 
couplings. The compressors are of 
the vertical, duplex, single-acting, 
water-cooled type, fitted with Sim- 
plate flat disk inlet and discharge 
valves. The straight and uniform 
lift of these valves affords a maxi- 
mum of effective valve area which 
makes possible the speed at which 
these compressors operate. 

These machines are built in three 
sizes, having piston displacements of 
128, 160 and 215 cu.ft. per minute, 
and are suitable for working pres- 
sures of 150 lb. per square inch. 
The standard speed of these sizes is 
600 r.p.m. Standard equipment in- 
cludes hand starter for the motor 
and an inlet valve unloader for the 
compressor. 

For places where the demand for 


High-Speed Compressor Which Can Be Directly Connected to Electric Motors 
or Internal Combustion Engines 


28 


air is intermittent, the motor can be 
furnished with an automatic starter 
which starts and stops the unit 
within predetermined pressure limits. 
When this type of starter is used, 
the compressor is equipped with a 
centrifugal unloader which automat- 
ically relieves the compressor of its 
load while the motor is starting up 
or shutting down. A water control 
valve is also furnished which is oper- 
ated by air pressure governed by a 
centrifugal unloader, and since the 
lubrication is accomplished by a com- 
bination pump and splash system, 
the unit is automatic, as it accurately 
controls the electric current, air de- 
livered, circulating water, and lubri- 
cation. 
makes these units very compact and 
eliminates transmission losses and 
troubles. 


Extension Cable Reel 


NEW extension cable reel de- 
signed for laying out and auto- 
matically retrieving large sized 
electric conductors is being mar- 
keted by the Appleton Electric 
Company, Chicago, Ill. This device 
is particularly adapted for supply- 
ing current to machinery which re- 
quires a varying cable length, such 
as electric welding equipment and 
circuit breaker testing outfits. 
The heavy duty “Reelite” is fur- 
nished without brackets but with 


Heavy Duty Extension Cable Reel 


1-in. male threaded hubs so that it 
can be mounted conveniently. Con- 
nections are made from the cable to 
heavy brushes, and the current is 
conducted through these and slip 
rings. The reels are furnished in 
different’ widths and with two- or 
three-wire commutator. This form 
of cable reel protects the cable and 
at the same time gives uninter- 
rupted service. 


The arrangement of drive - 
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Shaftless Motor-Driven 
Bandsaw 


DIRECT motor drive for a band- 
saw has recently been placed on 
the market by the Oliver Machinery 
Company, Grand Rapids, Mich. The 
illustration gives an idea as to how 
the rotor of the motor is mounted 


Bandsaw with Ball-Bearing and 
Motor Drive 


directly on the lower wheel shaft, 
which runs in ball bearings. The 
ball bearings are supported by two 
end bells, which have finished concen- 
tric tongues to fit accurately inside 
of the finished rings of the bandsaw 
frame, as well as the stator. This 
assures necessary alignment and easy 
access. 

The motors are fully inclosed and 
built in. When 1,700 to 1,800 r.p.m. 
motors are used, the company recom- 
mends the ‘attached belt drive” 
which supports the motor on a self- 
contained bracket bolted to the frame 
on a finished square pad and fitted 
with wire-mesh belt guards, endless 
leather belts and slide base with screw 
to take up for the belt stretch. With 
600 r.p.m. motors, the company rec- 
ommends the newly-created ball- 
bearing fully-inclosed drive as illus- 
trated. 

An important feature is the method 
of safeguarding the operator. Two 
safety guards are provided, one at 
the rear, which is U-shaped and made 
of wood, and one at the front which 
is L-shaped and made of steel with 
wood facing. Thesé cover the blades 
at all points except the part doing the 
sawing between the guide and table. 
The lower wheel is incased by two 


-is of 30-lb. 
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iron doors which prevent danger to 
the operator and confine the sawdust 
to a limited area. -The upper wheel 
is covered by a heavy wire-mesh door 
or guard, which is supported on a 
cast-iron hinged bracket attached to 
the column of the machine and is 
locked with a spring clasp. 

The illustration shows the No. 16 
bandsaw, which requires a motor of 
from 3 to 5 hp. and runs at a speed 
of 600 r.p.m. 


Portable Welding Gas 
Generator 


PORTABLE acetylene welding 
generator designed to obviate 
the use of high-pressure cylinders 
has recently been placed on the mar- 
ket by the Alexander Milburn Com- 
pany of Baltimore, Md., manufac- 
turer of oxyacetylene welding and 
cutting equipment. The generator 
carbide capacity, or 
the equivalent of 50 cu.ft. cylinder 
gas. It has few parts, operates au- 
tomatically with no clock or motors, 
and has a steel body welded 
throughout. 
This generator fills a demand for 
a source of acetylene gas without 
the transportation delays and 
higher costs of cylinder gas. It may 


New Welding Gas Generator 


be handled by two men, two handles 
welded to the machine being pro- 
vided for this purpose. The gener- 
ator has a device for locking the 
carbide in place while it is being 
moved. The hopper and cast head 
which houses the~-feed control are 
assembled in one unit. The equip- 
ment weighs approximately 200 Ib., 
and has a diameter of 2 ft. at the 
bottom, 1 ft. at the top and is 5 ft. 
3 in. high. 


July 7, 1923 


Wages Advanced 


New York & Queens County Employees 
Receive Increase as Well as Share 
in Increased Revenue 


In accordance with an announcement 
of Lincoln C. Andrews, receiver of the 
New York & Queens County Railway, 
employees’ wages were increased effec- 
tive on July 1. The new scale in cents 
per hour for motormen and conductors 
is as follows: 


SRR DRADER O rete ules fm nia!'e) ales «ace 'e de See ewes 47 
PEE N CHITTY eine ele) e/a:nlylers 0 64.0 aie eens 49 
(Olen Dyck ON EE bik 
POU DUNE Ce ciritacieic Gri siclce ewes sees 52 
HWifth year—ninth year ..............: A 
Tenth year and thereafter............. DD 


Operators of one-man cars will receive 
5 cents an hour in addition to the regular 
rate. 

The scale just mentioned amounts to 
an increase of 2 cents an hour for all 
other than first-year men. This in- 
crease of 2 cents an hour will be given 
to all employees of the shop and line 
departments who are paid on an hourly 
basis. 

In addition to the increased pay scale 
the receiver announced a plan of the 
company for sharing the increased car 
revenue with the employees. He ex- 
plained that for the past year the pas- 
senger revenue per car-mile had aver- 
aged a little more than 29 cents, and 
since the receivership it had averaged 
just under 31 cents. He said that tak- 
ing the receivership average of 31 cents 
as the base, the company proposed to 
increase the regular pay of the men 
each month by as many cents an hour 
as they could make the average car- 
mile revenue of the month before 
greater than 31 cents. For example, he 
said that if the average car-mile rev- 
enue for June was 32 cents the July 
pay would be increased by 1 cent an 
hour. If during July there was an in- 
crease in car-mile revenue to 34 cents, 
then the monthly pay in August would 
be increased by 3 cents an hour. Sim- 
plified, it meant that if each operator 
would pick up only one more fare for 
each car-mile of his run then the aver- 
age car-mile revenue would be _ in- 
creased by 5 cents, and the employees’ 
pay also by 5 cents. 

The plan, which was launched not 
only for the purpose of giving the men 
an increase in pay but also for increas- 
ing the revenue of the company, went 
into effect on July 1, and during the 
month of July all the men included in 
the plan will receive, in addition to their 
regular hourly rate, an increase equal 
to the excess of the average car-mile 
earnings for June over 31 cents. 

Mr. Andrews further went on to ex- 
plain how every man in the company, 
the transportation man, the shop man, 
the line man, and every employee, could 
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help to inerease the car-mile earnings 
in his own particular job. There are 
two restrictions, however, on the plan 
for increased pay. The first is that a 
man must work at least 150 hours dur- 
ing the month in which the increased 
earnings are created in order to re- 
ceive the increased rate during the fol- 
lowing month. Further, where a lia- 
bility accident has resulted in a settle- 
ment in favor of the claimant and 
where investigation has shown that the 
accident was the fault of the motorman, 
upon the decision of the general man- 
ager, the motorman in question shall 
forfeit thirty days of his increased pay, 
effective immediately after the decision 
of the general manager. These are the 
only restrictions. 

The New York & Queens County 
Railway went into receivership five 
months ago. Mr. Andrews stated that 
during these months, thanks to the help 
of the many loyal employees, condi- 
tions have gradually improved until it 
seemed almost possible that the rail- 
way could be made a successful venture 
again. The management, he _ says, 
wanted increased revenue which it could 
get only by having more car riders and 
car fares. He said that the manage- 
ment would do all that it could, but the 
employees could do even more in secur- 
ing increased income. 


Service Improvements in Peoria 


The city of Peoria put into effect a 
new car routing Sunday morning, July 
1, in accordance with the plans and 
recommendations submitted some time 
ago by John A. Beeler, New York. The 
lines changed were Knoxville Avenue 
and Garden Street. The Elizabeth and 
Hurlburt lines and the Second and 
Sixth Street lines were combined. No 
changes were made on the Main, 
Bradley, Lincoln, Adams or East Peoria 
lines. 

Street collectors are to be stationed 
in the Loop district during the rush 
hours to collect fares and assist in 
more rapid loading at the heavy load 
points in the business district. They 
will be placed at Fulton and Adams, 
Main and Adams, and Main and Jeffer- 
son Streets. 

The approval of the Beeler plan, 
which provided for the rerouting and 
wiped out a number of out-of-date 
franchise requirements such as fixed 
headways established a generation ago, 
was recently approved by the City 
Council by a vote of fifteen to two. The 
cars are now operating on new 
schedules where they better fit the pres- 
ent day traffic requirements. An 
enlarged use of one-man cars was 
recommended. 


Electrification Must Wait 


President Rea in Discussing Changes 
Incident to Philadelphia Fire Op- 
poses Any New Work Now 


Further electrification of lines of the 
Pennsylvania Railroad system in and 
about Philadelphia or elsewhere is 
something to be hoped for but not real- 
ized for some time to come. 


Cost PROHIBITIVE Now 


In a letter sent on June 28 to Wil- 
liam R. Tucker, secretary of the Phila- 
delphia Board of Trade, Samuel, Rea, 
president of the railroad, made it quite 
clear that the matter of electrified im- 
provement of the lines of the Pennsyl- 
vania system cannot be considered as a 
possibility for some years. He said: 


The cost is prohibitive at this time, and, 
aside from that, the regulatory policies of 
both the Federal and State Governments 
do not leave sufficient balance in the 
company treasury to warrant the carrying 
out of any expensive reconstruction plan. 


Electrification of the Chestnut Hill 
branch running out of Broad Street Sta- 
tion and also of the Main Line branch 
as far west as Paoli was completed 
some while ago. Since then nothing 
further in the way of operating trains 
electrically has been done in and about 
Philadelphia. 

Mr. Rea’s letter to Mr. Tucker was 
in response to a communication from 
the Secretary of the Board of Trade, 
as to just what the company’s expan- 
sion plans provided in connection with 
the reconstruction of the damaged sec- 
tion of the Broad Street Station plant, 
which was partially destroyed by fire 
some weeks ago. 


ENHANCED EARNING PowER NECESSARY 


In the course of his comments on the 
matter Mr. Rea said in part: 


So far as) Philadelphia is concerned, the 
Pennsylvania Railroad has endeavored to 
give it the best local and through service at 
three important centers— Broad _ Street, 
West Philadelphia, and North Philadelphia. 
The company, likewise, has proceeded, as 
far as its earnings have permitted, with 
electrification of its various suburban lines, 
and, if the war had not intervened, electri- 
fication would have been materially ex- 
tended on all of our important divisions 
reaching Philadelphia. We are certain that 
West Philadelphia is a most important cen- 
ter, which requires extensive station en- 
largements, yard improvements, and elec- 
trification, and it has one city rapid transit 
line and needs more. Then, North Phila- 
delphia is also very important, showing a 
healthy traffic growth which will materially 
expand upon the completion of the Broad 
Street subway when it will only be six or 
eight minutes from City Hall. 

While all of these questions must have 
careful consideration it is needless to say 
that the immediate execution of any plan 
is, I regret, impossible. One of the reasons 
is that construction costs are out of all 
reason; and there is a considerable labor 
shortage. Our company could not under- 
take such a huge improvement until the 
future is clearer and its position with ref- 
erence to railroad earnings power is mate- 
rially_ enchanced, and is more nearly in 
accord with what it was many years ago. 
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Chicago’s Mayor for Municipal Ownership 


Says 1907 Settlement Franchise Has Failed—Wants Local Ownership 
and Operation at Fare that Will Meet Carrying Charges—Through 
Routes Should Be Diverted from Business Center. 


UNICIPAL ownership and opera- 

tion of Chicago’s surface and ele- 
vated lines was advocated as an im- 
mediate necessity by Mayor Dever in a 
special message to the City Council on 
July 2. The Mayor stated that in 
municipal ownership and operation of 
the city’s local transportation systems 
lies the city’s only hope for reduced 
fares, much needed extensions and im- 
provements in service. 


PURCHASE OF ALL LINES ADVOCATED 


He proposed the purchase of the sur- 
face and elevated lines by the issuance 
of special bonds, to be retired by a 
fund derived from: the companies’ 
earnings. This plan, he declared, 
would make possible the acquisition of 
the lines by the city without the impo- 
sition of an additional burden upon the 
taxpayers. The proposed municipal 
system would include all lines of trans- 
portation now operating and would be 
designed to include subways when 
built. 

The Mayor made it plain in his mes- 
sage that he would insist upon the 
municipal lines paying their way with- 
out loading an additional burden upon 
the taxpayers. He declared that im- 
provements and extensions necessary 
to give Chicago adequate service would 
cost millions of dollars and that a pri- 
vately owned company operating under 
a twenty-year franchise, which is the 
longest franchise permitted by law in 
Illinois, would not finance these re- 
quirements. He insisted, therefore, 
that the only solution of the local trans- 
portation problem is municipal owner- 
ship and operation. 

The Mayor then proposed that the 
local transportation committee of the 
Council open negotiations at once in 
order that a detailed plan may be 
submitted to the Council when it recon- 
venes on Oct. 17. He wants a referen- 
dum. vote of the people as soon as 
possible thereafter. 


PRINCIPLES OF SETTLEMENT STATED 


The basic principles of a proper set- 
tlement as outlined by the Mayor for 
the guidance of the City Council are 
as follows: 


1. The traction properties should be 
municipally owned and municipally oper- 
ated in such a way as to insure efficient 
service. The management and operation of 
the municipally owned properties should 
be placed in the hands of men of the high- 
est qualifications and the employees should 
be selected in strict accord with the efficient 
enforcement of the civil service law. 

2. The properties should be purchased at 
a fair price to the owners’ but no more. 
This price should not be so low as to be 
confiscatory, nor so high as to be unjust 
to the car riders. 

3. The properties should be so acquired 
and operated as to impose no burden upon 
the taxpayers. The purchase price of the 
properties and the interest, on the securi- 
ties given in payment of this price should 
be paid solely out of the earnings of the 
properties. 

4. The properties should be acquired with 
due regard to the necessity for a compre- 
hensive engineering and financial plan for 


the building of the necessary extensions of 
and additions to the surface and elevated 
lines and for the construction of subways, 
as and where required, all with the least 
possible delay. ; . 

5. Improvidence in the building of addi- 
tions and extensions and of subways must 
be avoided, so that the transportation sys- 
tem will be self-sustaining. 

6. Any plan for traction settlement must 
be submitted to a referendum vote of the 
people. 

While certain items of a complete pro- 
gram of traction development may be other- 
wise financed, there are only two methods 
by which the program outlined above can 
be accomplished in its entirety ; first, by the 
issue of general corporate bonds payable 
out of moneys raised by general taxation, 
and, second, by the issue of special bonds 
or certificates of the general character 
described in the report of Alderman U. S. 
Schwartz dated Dec. 19, 1921. 

The first method cannot be used, for the 
reason that the city has practically ex- 
hausted its general debt incurring power 
and, without amendment to the state con- 
stitution, cannot borrow by that method 
such sums as would be necessary to ac- 
quire a complete and adequate transporta- 
tion system. 

The second of the two means above men- 
tioned presents a more feasible method for 
accomplishing municipal ownership of the 
lines. Moreover, this method insures the 
economic operation of the lines without re- 
course to general taxation. The municipal 
ownership act of 1913 expressly requires 
that the principal of, and interest on, such 
special bonds shall be paid solely out of 
the earnings of the transportation proper- 
ties. 

In 1920, our Supreme Court held that the 
charges for services rendered by a munici- 
pally owned public utility are simply to be 
high enough to produce revenue sufficient to 
bear all costs of maintenance and opera- 
tion, to meet interest on bonds, and certifi- 
cates issued on account thereof, and to 
permit the accumulation of a surplus, or 
sinking fund sufficient to meet all outstand- 
ing bonds or certificates at maturity. 

With all politics eliminated, the fares can 
be substantially lower than those now ex- 
acted by the private companies. Indeed, 
the car fares must be the lowest possible 
without resort to taxation. 


1907 ORDINANCES HAVE F'AILED 


Mayor Dever declared that the 1907 
ordinance of the railways had failed of 
enforcement and that the whole theory 
of the 1907 ordinances had, been upset. 
by the passage of the state public 
utilities act in 1913, which deprived the 
city of home rule. By acquiring the 
ownership of these lines. the Mayor 
pointed out, Chicago would again se- 
cure home rule as municipally owned 
properties are not under the jurisdic- 
tion and control of the state commis- 
sion. 

The Mayor also said that no plan 
should be considered which involves a 
continuation of private ownership or 
private operation under the guise of 
municipal ownership and operation. 

Britton I. Budd, president of the Chi- 
cago Elevated Railroads, announced 
the day after Mayor Dever presented 
his message to the Council that the 
elevated lines were open to negotia- 
tions. He said: 


In suggesting unification of the local 
transportation lines, with needed extensions 
and development of a rapid transit system, 
Mayor Dever has voiced the needs of the 
city. So far as the elevated railroads are 
concerned, they will have no objection to 
any reasonable proposition from the city 
for acquiring the properties. The crying 


need is for further rapid transit develop- . 


ment, including subways in the central dis- 
trict of the city. We are ready to negotiate 
with the city on any basis it may wish. 


We are principally interested in seeing a 
solution of the transportation problem 
which will allow Chicago to grow and which 
will be fair alike to the people who have 
invested their money i 


in the properties and 
to the city. 

Mr. Dever in his message to the 
Council said that the private companies 
operating the surface and elevated lines 
had failed to furnish adequate service 
or to develop their properties to kéep 
pace with the growth of the city. He 
then outlined some of the things he 
thought should be done such as the 
construction of rapid transit lines, 
building of extensions, planning for the 
future, ete. 


President of New York Central 
Questioned on Schenectady 
Strike 


A. H. Smith, president of the New 
York Central Railroad, was questioned 
for an hour recently by Bernard L. 
Shientag, State Industrial Commis- 
sioner, on the Schenectady Street Rail- 
way strike, in effect since May 16. 
Mr. Smith said he was not familiar 
with any contract the company might 
have with its employees, and did not 
have much time to watch traction oper- 
ations. He promised, however, to look 
into the matter. 


Wage Difference Adjusted in 
Muskegon 


The Muskegon Traction. & Lighting 
Company has settled its differences with 
its platform men. 

The difficulty arose over recognition 
of the union. Two years ago the agree- 
ment between the company and men 
terminated and there has been much 
discussion over the question. Two weeks 
ago the men demanded action and at a 
special meeting of the board of directors 
it was voted to enter into agreement 
again. Ata second meeting the agree- 
ment was approved. 

The Muskegon men at first asked for 
an increase of 2 cents an hour rather 
than the bonus put into effect on Jan. 1. 
The bonus amounts to about 2 cents an 
hour providing the maximum is paid. 
Later the employees waived the wage 
question and said that they were well 
satisfied with the bonus plan once it 
had been explained to them. 

With respect to the bonus practically 
all of the seventy platform men of the 
company will share in the full amount 
of the bonus provided by the company 
in April. The first bonus was payable 
on July 1, having been retroactive from 
Jan. 1. The maximum bonus is $40 
semi-annually. 

The company issued a rule book at 
the time the bonus plan was placed in 
effect, setting forth the number of 
points that are to be deducted for 
violating the various rules. The com- 
pany announced that its one desire in 
granting a bonus was to improve the 
service to the public. Every employee 
starts with 1,000 points and those hav- 
ing 800 points at the end of six months 
are paid the full bonus announced by 
the company. 
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Railway States Wage Facts 


Crisis in Transportation Confronts Chicago, According to Surface Lines 
President, Who Appeals to Public in Wage Controversy— 
Many Interesting Tables. 


aae A. Blair, president of the 
Chicago Surface Lines, recently pub- 
lished in the daily papers as a display 
advertisement an open letter addressed 
to Mayor Dever setting forth the per- 
tinent facts in the wage controversy 
which at that time threatened to reach 
a crisis in a strike. The letter stated 
that for a number of years the surface 
lines have been forced to fight for their 
very existence. 

Mr. Blair sees the surface lines 
harassed by unfriendly interests and 
much of their corporate energy ex- 
pended in an attempt, thus far suc- 
cessful, to protect the rights of the 


public they serve and of the investors 


whose millions have made the great 
system possible. He says that during 
these trying years the searchlight of an 
antagonistic foe has been turned upon 
the companies and that every phase of 


their operations has been analyzed. 


The facts in regard to the high hourly 
wage paid by the company as pre- 
sented by the company for comparison 
were as follows: 


Increase 


Over 1914 
Trainmen, Chicago................. 119 per cent 
KCampentbers.. IMM aie ken heise s 923 per cent 
Structural iron workers.............. 84 per cent 
Sheet metal workers 82 per cent 


Pabiiters alae 

Bricklayers, electricians, plasterers, 
hoisting engineers, plumbers, steam- 
fitters and tile setters. 

Building laborers and _ ‘plastering 
HADORGES 4) ape M Eanes es 
Mr. Blair said that although the ordi- 

nance specifically provides that the 

city’s traction fund may be used to 
reduce rates of fare, not one dollar of 
the more than $30,500,000 accumulated 
since 1907 has been spent by the city 
for the benefit of the car riders. Figures 
for three years showing the volume of 
transportation by classes were pre- 


79 per cent 


663 per cent 


81 per cent 


sented to show the vastness of the 


system and its importance as a means 
of transportation to Chicago car riders. 
The figures follow: 


With reference to the wages paid 
to trainmen in other cities the following 
table was included in the statement to 
“indicate how far in the lead we are 
in Chicago”: 


Time to Reach 


City Rate Maximum 
Chicago 65-70 | year 
New York 45-61 9 years 
Philadelphia aie 1 year 
Detroit 60 1 year 
Detroit Municipal $4.50 ‘6 5 pig day 1 year 
Cleveland | year 
St. Louis 2065 3 years 
Boston 48-61 | year 
Pittsburgh 61-67 1 year 
Buffalo 50-55 1 year 
San Francisco 46-54 2% years 
San _ Francisco 

Municipal $5 a day 
Milwaukee 50-56 2 years 
Washington, D. C. 50-56 | year 
Cincinnati 43-48 I year 


Mr. Blair says: 

A. public service, like a public office, is a 
public trust. And the public should resent 
any interference with the proper and 
orderly conduct of its business. 

Justice and fairness demand that a serv- 
ice like this should receive a fair return 
upon its investment. - The surface lines, 
since the 7-cent fare was established, are 
earning on the basis of 5.7 per cent on the 
capital account, The gross revenue in the 
last fiscal year was $56,103,061. 


The following table was presented to 
show how each dollar of revenue was 
distributed: 


Cents Cents 
DWSRES) cles cress. sis 50.08 } 
Material, power, 
Operating Costs taxes and all 80.28 
other operat- 
ing expenses.. 30.20 
Sinking fund and interest obligations oe Bae 14.78 
55% to city of Chicago. . . 2.97 
Remainder for distribution to the com- 
DaAMiCSeeeP en sh cts elo ce eee eee 1.97 
100.00 


In conclusion Mr. Blair said that the 
company was ready and willing to sub- 
mit the whole question of wages and 
working conditions to disinterested arbi- 
tration. An arrangement to this effect 
has been made, as noted previously in 
the ELECTRIC RAILWAY JOURNAL. 


Year ended Jan. 31 
BEMIS OMEBOMPCTO:! bie. =e ce ois cee ee i 
Employees, policemen and firemen carried free under 
jon ebive Chris) etetee 2/8 05 eg eel a ee 


USS lo 
Per cent of transfer passengers to revenue and free 
APEGCENASEGUR MEINE Pore fer ep iicibrts cyilyiscs) vievsielk/ «ie'aereiese ves 


1921 1922 1923 
769,025,413 750,515,622 762,629,211 
32,469,288 35,724,585 38,801,339 
551,676,792 547,522,102 557,331,999 
1,353,171,493 1,333,762,409 1,358,762,549 
68.83 69.64 69.54 


In the nine years of a unified system 
the surface lines poured more than 


' $45,600,000 in public benefits divided 


as follows: 


Cleaning right-of-way, in- Nine Years Average 
cluding sprinkling an Per Year 
removal of snow andice $5,026,615 $558,512 

Street paving............ 5,157,881 573,097 

Maintaining paving...... 2,837,162 315,240 

General taxes............ 14,673,008 1, 630, 334 

Track and overhead re- 
moval and replacement 
account sewer installa- 

PAGOR NOLO ots Mencia ss 4.0.0 388,449 43,161 

City’s proportion— 55 per 
cent of net ee for : 
traction fund. . a: 17,588.453 ~ 1,954,272 
Me ees cre 0 ss $45,671,572 $5,074,619 


One-Man Car Operators in Dayton 
Receive Increase 


The Oakwood Street Railway, the 
City Railway and the Dayton Street 
Railway, all operating in Dayton, Ohio, 
have entered into contracts with their 
employees whereby the men will re- 
ceive increases in pay. 

One-man car operators of these lines, 
effective May 15, will receive 51 cents 
an hour for the first three months, 53 
@ents an hour for the next nine months 
and 55 cents an hour thereafter. The 
scale on the City Railway and Oakwood 
lines prior to the starting of one-man 
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car operation was 41, 43 and 45 cents 
an hour. When the new type of cars 
was placed in operation these rates 
were advanced to 46, 48 and 50 cents an 
hour, which was similar to the scale 
being received by employees of the Day- 
ton Street and People’s Railways. 

This scale is still in force on the 
People’s lines. Under the terms of the 
contract, if any of the three other roads 
in the new agreement operate two-men 
cars, the 46, 48 and 50 cents an hour 
scale will prevail. 

Announcement was also made of a 
wage increase granted the employees 
of the Dayton & Western traction line. 
Retroactive to May 16, their scale will 
be 43 cents an hour for the first year, 
45 cents for the second year and 47 
cents for the third year, with 50 centr 
an hour for the fourth and each suc- 
ceeding year. 


Settlement to Be Reached 
Without Strike 


Although no settlement has been 
reached in the wage controversy of 
employees of the Des Moines City 
Railway threats of a strike which a 
week ago seemed imminent have ap- 
parently subsided. 

The company is standing on the 
arbitration award made by Rev. Elmer 
Nelson Owen and the men temporarily 
at least are not pressing the demand 
that the question of the wage award 
be submitted to the five judges of the 
Polk County District Court to decide 
whether it was a matter for arbitration. 

The men have submitted a communi- 
cation to the company stating that they 
would agree to abide by the arbitra- 
tion award if the back wages of $59,000 
in a previous arbitration were paid. 

F. C. Chambers, president of the 
railway, then replied to the men de- 
clining to act upon the proposal for 
the reason that the Kirbey award, under 
which the men demand the back pay, 
is a claim against the receiver of the 
Des Moines City Railway rather than 
the company and that it is a matter 
now before the United States Court 
and that the decision which Judge 
Wade will make must be final. He 
further points out that the company 
has no moral or legal right to make 
such a settlement as demanded by the 
men, and if it did it would be in direct 
violation of the obligations of the com- 
pany under the terms of the present 
franchise. 

Mr. Chambers also calls attention to 
the fact that the men have been paid 
and still retain $59,000 more than was 
due them in view of the fact that the 
Ladd arbitration committee handed 
down an award which as a matter of 
contract must be held effective as of 
March 1, 1921. Mr. Chambers cites 
that even though the present demand 
for back pay was a just one it would 
not equal the amount paid in excess 
of the Ladd committee award. 

The union men have announced 
through the daily press that they will 
make every effort to settle the con- 
troversy without a strike. 
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Scranton Wages Advanced 


Arbitrators Fix Scranton Railway Em- 
ployees’ Wages at 55, 60 and 63 
Cents—Company Dissents 


The arbitrators appointed to decide 
the wage issue between the Scranton 
Railway and its Amalgamated em- 
plovees have submitted their findings, 
which give the platform men an in- 
crease of 3 to 5 cents an hour. The new 
rate will be 55 cents for the first three 
months, 60 for the. next nine months 
and 638 cents after one year. 

The issue between the railway and its 
men was one of wages. The company 
was paying the motormen and con- 
ductors 50, 55 and 60 cents an hour, but 
the men were demanding 60, 65 and 70 
cents. The fifth arbitrator or referee 
was Bishop M. J. Hoban, who signed 
the award. 

The second demand of the men was 
that dispatchers and cash and ticket 
receivers should receive $200 a month. 
The award gave these employees an in- 
crease of 5 per cent on their present 
monthly wages. A third demand was 
that the wages of all track men should 
be 65 to 85 cents an hour according to 
the scale offered, and in the award 
these trackmen were allowed an in- 
crease of 7 per cent on the present 
hourly rate of wages. It was also de- 
manded that carhouse men, shop men 
and power-house men should receive 65 
to 85 cents an hour as per scale offered. 
In the award these men are granted an 
increase of 7 per cent on their present 
hourly and monthly rate. 

The award specified that the back pay 
of each class of employee should be al- 
lowed on the basis of the wages 
awarded from April 1, 1923. The com- 
pany was allowed ninety days from the 
date hereto for the payment of the back 
pay. 

WiLL Accept DECISION 


Bishop Hoban, chairman, in his award 
complimented the members of the 
board of arbitration on the kindly feel- 
ing that had existed and acknowledged 
the ability of the counsel who prepared 
and offered in evidence a remarkable 
array of exhibits, which was of great 
value to the arbitrators in making their 
award. 

The award was signed by the arbitra- 
tors for the men, but dissented upon by 
the arbitrators for the company. 

The company, though dissenting from 
the arbitration awards, announced that 
it would stand by Bishop Hoban’s find- 
ings. 

The company in its dissenting opin- 
ion states that it disagrees with the 
award becausevit places upon the com- 
pany a burden that must eventually be 
borne by the traveling public. In 1920 
the conductors and motormen received 
a 20 per cent increase, and other em- 
ployees 12 per cent. Since the present 
management acquired control of this 
company in 1906 there has not been a 
reduction in wages. 

The company further contended that 
under the evidence the wages of the 
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conductors, motormen, trackmen and 
laborers in the shops should not have 
been changed, and that the company 
should have an opportunity to provide 
for the large outlays which are abso- 
lutely necessary to placing property in 
shape to serve the public safely, effi- 
ciently and adequately. The comvany 
takes this stand, it says, particularly 
in view of the fact that for the past 
six years at least the earnings have at 
no time reached the amount fixed by 
the Public Service Commission and ap- 
proved by the Appellate Court as a fair 
return from the property. 


Wages Increased Five Cents an Hour. 
—As the result of a wage increase 
amounting to 5 cents an hour, employees 
of the Hudson Valley Railway, Glens 
Falls, N. Y., will receive the basic rate 
hereafter of 50 cents. The line oper- 
ates from Troy northward to Warrens- 
burg and several other points. 


Settlement Reached.— The contro- 
versy between the linemen employed by 
the Springfield Street Railway, Spring- 
field, Mass., and the management has 
been settled, it is announced by Man- 
ager Flanders, through a compromise 
arrangement by which the linemen re- 
ceive a smaller wage increase than they 
had sought. This is believed to have 
removed all danger of a strike. 


Franchise to Be Granted.—The Lake 
Shore Electric Railway, Cleveland, Ohio, 
will be granted a new twenty-five-year 
franchise through Sandusky County as 
a result of a conference between county 
and railroad officials held at Fremont 
on June 29. The railroad is to pay 
$12,500 to the county and make an an- 
nual payment of $1,000 during the life 
of the franchise. 


League for Safety Formed. — Em- 
ployees of the Morris County Traction 
Company, Morristown, N. J., have 
formed a Safety League, the object of 
which is to reduce the number of acci- 
dents to men connected with the road 
and to the public as well. Their slogan 
is “Safety first. Safety always.” 
Later the league will organize a junior 
league for school children. The league 
will display placards in the trolley-cars. 


Wages Advanced.—Trainmen of the 
Nashville Railway & Light Company 
have been granted an increase in wages 
of 2 cents an hour. The scale in cents 
per hour is as follows: First three 
months, 40 cents; next nine months, 42 
cents; second year, 44 cents; third year, 
46 cents; fourth year, 48 cents, and 
after the fourth year 50 cents. The rate 
for operators of one-man cars will be 
5 cents an hour above the regular scale. 


Wages to Go to Arbitration.—After 
several conferences employees and offi- 
cials of the Cincinnati Traction Com- 
pany have failed to come to an agree- 
ment in the settlement of the employees’ 
demand for an increase in the wage 
scale amounting to 17 cents an hour for 
all “platform” men. The matter now 
must go to an arbitration board, accord- 
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ing to the existing agreement between 
the two bodies. According to the 
agreement a representative will be 
selected for the employees and one for 
the traction company and these two, in 
turn, will choose a third member. 


Accidents Decrease Where Employees 
Are at Fault.—Statistics for the first 
five months of 1923, just compiled by 
the Georgia Railway & Power Company, 
Atlanta, show an increase of 25 per 
cent in traffic accidents in the city dur- 
ing that period as compared with the 
first five months of 1922. The company 
states, however, that there was a not- 
able decrease in the number of street 
ear accidents where the motormen or 
conductors employed by the company 
were totally or partially to blame. 


Last Year's Reduction Canceled.—An 
agreement has been reached between 
officials and the “blue uniform”. em- 
ployees of the Cumberland County 
Power & Light Company, Portland, Me., 
whereby the men will have restored to 
them the_10 per cent wage reduction 
which they voluntarily accepted last 
year in order to help wipe out the com- 
pany’s deficit. The men recently peti- 
tioned for a wage increase of 20 per 
cent. With the new scale. in force the 
men will be receiving 55 cents and 60 
cents for two-man cars and one-man 
cars respectively. The demands of the . 
men were referred to in the ELECTRIC 
RAILWAY JOURNAL, issue of May 19, 
1923. 


Safety Council Graduates Receive Di- 
plomas.—The Chicago Elevated Rail- 
roads has the largest group of any or- 
ganization in the graduation class of 
the Chicago Safety Council of the Chi- 
cago Association of Commerce this 
year. Diplomas were awarded to a 
record class of 750 men and of these 
104 were employees of the Chicago Ele- 
vated Railroads and sixteen employees 
of the Chicago, North Shore & Milwau- 
kee Railroad. The graduation banquet, 
held at the Hotel Morrison, was at- 
tended by more than a thousand per- 
sons and was the biggest party ever 
held by the Safety Council. The men 
who received diplomas were graduated 
from the council’s foremen’s instruction 
course. 


Improvements Depend Upon Fran- 
chise Extension. — Extensive improve- 
ments and extensions to the service and 
system of the Virginia Railway & 
Power Company, operating the railway 
system in Richmond, are planned in the 
event a franchise of sufficient tenure 
of life is granted by the City Council. 
E. Randolph Williams, counsel for the 
company, said recently that the infor- 
mation on contemplated extensions was 
before the City Council, but that the 
work could not be undertaken unless the 
life of the franchise asked for was 
reasonable in length. The plans in- 
clude a new Barton Heights line to the 
Ladies’ Mile Road; a new South Rich- 
mond line, a line out Broad Street Road 
to Westhampton, and an entirely new 
line to the National Cemetery out 
Williamsburg Avenue. 


' correspondingly decreasing, 
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Financial and Corporate 


Oppose Abandonment 


Communities Urge Continuance of Jersey 
Central Traction Line—Condition 
of Property Unsatisfactory 


A strong sentiment in favor of con- 


| tinuance of the operation of the Jersey 


Central Traction Company was shown 
at the hearing of the Public Utility 
Commission, June 11, by the representa- 
tives of the various municipalities 
served. No way was suggested, how- 
ever, to make the operation of the rail- 
way a paying proposition. It was 
shown that large losses have been in- 
curred during recent years and the 
company is disinclined to continue. 

C. L. S. Tingley, vice-president of the 
American Railways, which controls the 
Jersey Central Traction Company, 
stated that the valuation of the property 
as of Dec. 31, 1922, was claimed to be 
$1,882,582. A valuation was fixed by 
the Board of Public Utility Commis- 
sioners as of Dec. 31, 1915, amounting 
to $1,851,422 and additions from that 
date until Dec. 31, 1922, amounting to 
$31,160, making a total valuation of 


- $1,882,582 upon which the company is 


entitled to receive a reasonable return, 
which at the rate of 7 per cent per 
annum would amount to the sum of 
$131,780.74. 

The property of the Jersey Central 
Traction Company was taken over by 
the American Railways in the spring 
of 1917 and since then the revenue of 
the company has not been sufficient to 
provide for any dividend on the out- 
standing securities and for the past few 
years has not been sufficient to meet 
even the operating expenses. Various 
rates of fare, ranging from a 5-cent flat 
fare to a 10-cent flat fare, the latter 
being charged in conjunction with a 
special commutation rate, have been 
f ‘he property in the hope of 
producing at least sufficient revenue 
to meet operating expenses, but with- 
out success. Since Jan. 1, 1923, a flat 
rate of 8 cents per zone has been in 
effect. The six months’ experiment with 


a 10-cent flat rate in conibination with 


a commutation rate, which was tried 
from June 1, 1922, to Dec. 31, 1922, 
inclusive, proved to be a failure in the 
matter of increasing revenue and even 
with the existing 8-cent fare the traffic 
is gradually falling off and the revenue 
whereas 
operating expenses are on the increase. 

The condition of the company’s prop- 
erty, particularly the track, is very un- 
satisfactory and a large sum would be 
required not only to place the track in 
safe and proper operating condition 
but also to meet the recommendations 
and requirements of the state, county 
and municipal authorities. Mr. Tingley 
stated that. having tried every. known 
means to keep the property in oper- 
ation, and the parties who had ad- 
vanced the money to make up the 


deficits which had been incurred during 
the past few years having refused to 
advance any further funds, it was 


deemed advisable and even necessary 


that the company should cease oper- 
ations. In reply to questions he stated 
that the company did not propose to 
substitute any other form of transpor- 
tation in place of the trolley system, 
but planned to tear up the tracks and 
sell the rails and equipment for their 
scrap value. He said, however, that 
the company would be glad to turn over 
for its scrap value the whole property 
or any portion thereof which interested 
parties might desire to take over for 
the purpose of operating it as a trolley 
line. 

It was demonstrated that for the 
years 1918 and 1919 there had been a 
gross income of $38,497 and $42,086, 
respectively, for the years 1920 to 1922, 
inclusive, and for the first four months 
of 1923 there had been a marked deficit, 
ranging from $7,781 in 1920 to $27,991 
in 1922 and $29,728 for the first four 
months of 1923. This statement also 
showed that there had been a con- 
tinued deficit in the net income of from 
$6,538 in 1918 to $93,575 in 1922 and 
$51637 for the first four months of 
1928. This, with the preferred stock 
dividend of $36,000 per annum, caused 
a total deficit ranging from $42,538 in 
1918 to $129,575 in 1922 and $63,637 for 
the first four months of 1923. 


MARKED DECREASE IN TRAFFIC RECENTLY 


The statement of revenue passengers 
carried indicated an increase from 1916 
to 1918, a gradual decrease to 1920, a 
slight increase in 1921, followed by a 
marked decrease in 1922, and a slight 
proportionate increase for the first four 
months of 1923. The maximum number 
of revenue passengers carried was in 
1918, which was 5,134,630. This was 
explained to have been due largely to 
unusually heavy traffic incident to the 
activity of local industries engaged in 
the manufacture of war munitions and 
other war material. The population 
statistics indicated a generally slight 
increase in the communities served, the 
total population for 1920 being 37,324, 
as against 22,350 for 1910. 

The statement in regard to the re- 
pairs necessary to place the track in 
proper operating condition indicated 
that it would require an expenditure of 
$266,474, in order to meet the demands 
of the various regulatory bodies. The 
analysis of operating expenses and de- 
ductions for gross income indicated a 
steadily increasing expenditure, rang- 
ing from $245,116 in 1918 to $321,531, 
in 1922 and $103,114 for the first four 
months of 1923, The deductions from 
gross income indicated a practically 
continual increase, ranging in totals 
from $45,035 for 1918 to $65,583 for 
1922 and $21,909 for the first four 
months of 1923. 


It was suggested that various ways 
and means might be adopted for reduc- 
ing costs, such as the operation of one- 
man cars, discontinuation of non-paying 
trips, the elimination of extra, or 
“tripper,” service during rush hours, 
the cutting in half of the existing fare 
zones and charging a flat 5-cent fare 
in each new zone thus created, and vari- 
ous other methods. The company re- 
plied that in some cases the suggestions 
had been tried, in others the suggestion 
was evidently impracticable and in still 
others the plan or one similar to it had 
been seriously considered but had not 
been thought advisable. It strongly 
emphasized that the falling off in traffic 
of the line was due to a very great 
extent to the competition of the pri- 
vately owned automobile. Mr. Hitch- 
cock, local manager, did not regard the 
population of the territory served to be 
large enough to permit operation on a 
successful basis. 


Conditions Improved in 
Indianapolis 

A general betterment in the financial 
condition, both of the Indianapolis 
Street Railway and the Terre Haute, 
Indianapolis & Eastern Traction Com- 
pany in 1922, is shown in the annual 
reports of the two companies for 1922, 
made public on June 13 at the annual 
meeting of the stockholders. 

The street railway’s net earnings in- 
creased 17.07 per cent, or $216,918, over 
1921, and the traction company’s net 
earnings increased $114,967. 

The street railway, after paying all 
fixed charges, including interest on 
bonds and deducting the amount re- 
quired for sinking funds and for divi- 
dends, had a deficit at the end of the 
year of $26,909. The traction company, 
after paying all fixed charges and add- 
ing $214,046 to its sinking fund, had a 
balance of $226,336. It paid no divi- 
dends. Gross earnings thus far in 1923 
are 8 per cent higher than in the same 
period of 1922. 

The street railway on Sept. 1 resumed 
the payment of dividends, and has paid 
the quarterly dividends since, although 
it now is six quarterly dividends in 
arrears. The dividend payments thus 
far have been at the rate of $1.50 a 
share of preferred stock. 

The report of the city railway men- 
tions need for fifty new cars, for re- 
building carhouses and_ storerooms, 
erecting a new shop, and the construc- 
tion of substations in the city. The 
statement is made that “all this re- 
quires money, which can not be obtained 
until the company’s earnings are suffi- 
cient to place it on a safe and sound 
financial basis.” 

The reports of both companies men- 
tion the plan of the traction companies 
entering Indianapolis to erect freight 
terminals in Kentucky Avenue, which 
they say will establish Indianapolis as 
one of the most extensive electric rail- 
way freight terminals in the country, 
and also “entirely relieve the Indian- 
apolis Street Railway from furnishing 
freight facilities, which in the past have 
been maintained at a loss.” 
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Mayor Offers Plan for Financing 
Detroit Street Railways 


A new plan for paying off the De- 
troit United Railway and financing the 
Municipal Department of Street Rail- 
ways has been suggested by Mayor 
Frank E. Doremus of the city of De- 
troit. The plan includes the possible 
submission of a bond issue of $15,- 
000,000 to put the now remaining debt 
on the same basis as that represented 
by the $15,000,000 of construction 
bonds authorized when the Detroit 
United Railway was taken over by the 
city. 

In a statement by the Mayor it was 
pointed out that the contract for the 
purchase of the Detroit United Rail- 
way property required the city to pay 
in full in ten years the sum of $19,- 
850,000. Because of this contract, the 
Department of Street Railways is re- 
quired to set aside from earnings about 
$1,900,000 a year. This annual contri- 
bution to the sinking fund takes care 
of the payments of $1,000,000 annually 
to the Detroit United Railway, as well 
as the final payment of $7,580,000 due 
at the expiration of the contract in 
1932. 

If the Detroit United Railway debt 
was represented by long term bonds 
instead of the ten-year contract the De- 
partment of Street Railways would be 
required to set aside from earnings ap- 
proximately $400,000 annually instead 
of $1,900,000. In other words, if long 
term bonds were issued and the Detroit 
United Railway debt settled there 
would be available from earnings about 
$1,500,000 in additional revenue with 
which to rehabilitate the tracks, pur- 
chase new cars and extend and im- 
prove the system generally. 

A report on the finances of the De- 
partment of Street Railways by the 
Detroit Bureau of Governmental Re- 
search holds that the contract between 
the city and the Detroit United Rail- 
way now constitutes an unduly heavy 
financial burden, although held to be 
advantageous when the agreement was 
entered into. It is also the belief of 
the city controller that bonds could be 
issued at 43 per cent or 42 per cent in- 
terest, whereas the city is now paying 
the Detroit United Railway 6 per cent 
under the terms of the contract. 

According to the bureau’s report, to 
finance from earnings the extensive 
program of rehabilitation necessary to 
needed service will require several 
years, if uninterrupted by business de- 
pression. A depreciation reserve, as 
such, has not been established, it is 
cited, but it is understood that the 
board of street railway commissioners 
agrees such a reserve is highly desir- 
able as a means of determining actual 
property values, operating costs and 
proper rate of fare and contemplates 
the establishment of a depreciation ac- 
count in the near future. 

Among the conclusions drawn from 
the report is the statement that under 
the circumstances, creditable progress 
has been made toward solving the 
financial problems of the Department 
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of Street Railways. The revenues of 
the department during the last eleven 
and one-half months are in excess of all 
charges made for operation and main- 
tenance, except depreciation, and inter- 
est and sinking fund requirements. Re- 
serves are being set aside in the sink- 
ing fund to provide for the payments 
of interest and to retire all outstand- 
ing bonds issued in behalf of the de- 
partment. 

Sufficient reserves are being set aside 
to meet the nineteen semi-annual pay- 
ments of $500,000 each on the purchase 
contract with the Detroit United Rail- 
way and to make the final payment of 
$7,580,000 due in 1931. 

Partial rehabilitation of the property 
acquired from the Detroit United Rail- 
way, some of which, according to the re- 
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Favorable Results Announced on 
Des Moines Stock Sale 


Officials of the Des Moines City Rail- 
way are well satisfied with the reception 
on the part of the employees and public 
of the 7 per cent preferred stock issue. 

It. is the first time that the Des 
Moines company has ever made an offer 
of stock to its employees or the local 
public and it feels that the attitude of 
both parties is entirely favorable. 
Among the employees the shop force is 
already 100 per cent sold and a number 
of the other departments have set a 
high mark. The trainmen are, of 
course, slower to get into the game, 
but officials of the company feel that 
progress is being made with them. 

While the issue authorized was $750,- 
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Car Used in Des Moines to Advertise Stock Issue 


port, might fairly be chargeable to 
capital, has been effected and paid for 
out of earnings. 

To complete the full program of 
rehabilitation promptly will necessitate 
either an issue of bonds or an increase 
in the rate of fare. 

It is further pointed out that if earn- 
ings under existing conditions are ap- 
plied toward rehabilitation, extensions 
to furnish satisfactory service must be 
provided by the issue of bonds or an in- 
crease in rate of fare. 


Texas Railway Sells Notes Locally 


The Northern Texas Traction Com- 
pany at Fort Worth, Texas, has been 
successful in its campaign to sell $500,- 
000 of 7 per cent notes to its patrons. 
The proceeds will be used to provide 
funds to pay for improvements and bet- 
terments. The campaign to sell notes 
was launched in March. It has been 
conducted by employees of the com- 
pany. 

The extensions demanded by the city 
and agreed to as necessary by the com- 
pany include lines to South Fort Worth, 
Sycamore Heights and Riverside. Sur- 
veys have been made for these exten- 
sions, and materials have been ordered 
with which to begin the work. The 
lines will be completed and _ service 
started early in the fall. 


000, no attempts will be made this year 
to put the entire amount on the market. 
No figures as to the amount sold to date 
have been announced, but officials say 
they will have no trouble in selling 
during the year an amount sufficient 
to finance the year’s extensions. 

The campaign for the sale has been 
a quiet, consistent program, with grand- 
stand methods entirely lacking. An 
advertising medium which caused con- 
siderable interest in the sale throughout - 
the city was the use of one street car, 
painted white and with signs to tell the 
story of the sale, which was put into 
regular service on all lines in the city. 

As a concrete result of the use of this 
means of advertisement E. L. Marriage, 
assistant to General Manager Cham- 
bers, cites the sale of a block of $2,000 
worth of stock which went to an Italian 
miner. The miner saw the white car 
and became interested to the extent that 
he asked his boss about the stock. The 
mine owner being acquainted with offi- 
cials of the street railway, called it to 
their attention and, after a few con- 
ferences, the Italian hauled $2,000 in 
currency out of a home-made bank. 
The currency was in small amounts and 
the bundles were tied with thread which 
was darkened with age and showed that 
the miner distrusted banks and had 
cached. the money somewhere in his 
home. 


be started under ninety days. 


| which was 
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Files Interest Default on Tide- ° 
water Railway Bonds 


Order for a default on interest on 
the Birmingham-Tidewater Railway’s 


| first mortgage bonds was filed in the 
_ Federal court on July 2. 


The bond 
interest due July 1 amounts to $37,500 
and Judge Grubb in his order instructs 
Lee C. Bradley and J. S. Pevear, co- 
receivers for the Birmingham Rail- 
way, Light & Power Company, not to 
adyance funds for the payment of in- 
terest to the Tidewater from the pro- 
ceeds of operations of the properties 


_of their company. 


It is pointed out in Judge Grubb’s 
order that the operation of the Tide- 
water property, which has been under 
the Birmingham Railway, Light & 
Power Company receivers, has shown 
a constantly increasing deficit. It is 
also shown that, the receivers have 
advanced a sum of $433,051 from pro- 
ceeds of the operation of Birmingham 
Railway properties to the Tidewater 
up to May 31, 1923. Judge Grubb 
holds that in view of this heavy deficit, 
advance for interest should not be 
made. 

Foreclosure proceedings against the 
Tidewater property it is stated ag rin 
The 
bond interest, authority for payment of 
denied is due on an 
issue of $1,500,000 of first mortgage 
gold bonds of the Birmingham-Tide- 
water Railway dated Jan. 1, 1916, and 
payable at the Empire Trust Company 
in New York. ~— 

Sale of the Tidewater property or 
the junking of a part of the line and 
operation of the remainder by the 
Birmingham Railway Light & Power 
Company are considered the only alter- 


natives. 


Cheerful News for Traction 
Holders 


B. C. Forbes, writing in the New 
York American, says that twenty rail- 
road and traction companies have an- 
nounced very cheerful dividend news 
for their stockholders within the last 
six weeks. As Mr. Forbes sees it the 
prospect is that the next six months 
will bring many other increased divi- 
dend checks for transportation company 
stockholders. He includes in his list of 
traction payments the following: 


Fort Dodge, Des Moines & Southern Rail- 
road resumed dividends at the rate of $1.75 
quarterly on preferred stock—the first since 


May, L921 y ‘ 
Charlottesville & Albemarle Railway de- 


‘elared quarterly dividend of 24 per cent on 


common. er 

Philadelphia Company increased dividend 
from $3 to $4 basis on common. | 

Eastern Texas Electric Company increased 
quarterly dividend to $2.25 per share on 
common, compared with $2 previously. | 
. Twin-City Rapid Transit Company in- 
ereased semi-annual dividend on common 
from 2 per cent to 3 per cent. 

Federal Light & Traction Company de- 
clared stock dividend of 75 cents a share 
in addition to regular dividend. Initial 
dividend paid on common. 

United Light & Railways Company de- 
clared extra dividend of three-quarter of 
1 per cent on common. 

Columbus Railway Power & Light Com- 
pany declared dividends of 6 per cent on 
common and 6 per cent on preferred “B” 
stock for the year. 


United Railways Investment Company 
redeemed dividend certificates issued in 
1906 and 1907, at par and interest to and 
including May 15, 1923. 

Washington Railway & Electric Company 
resumed dividends at the rate of 14 per cent 
SE ces first payment since May 1, 


The news of the declaration of these 
payments is not new, but the method of 
presenting them adopted by Mr. Forbes 
is somewhat unusual. 


Auction Sales in New York.—At the 
public auction rooms in New York there 
were no sales of electric railway secur- 
ities this week. 

Abandonment Sought in Illinois — 
Permission to cease operation and to 
dismantle its line between Yorkville 
and Morris has been asked of the State 
Commerce Commission by the Fox & 
Illinois Union Railway, Aurora, Ill. The 
line, 20 miles long, according to the 
petition, is losing money. 

Preferred Stock Being Offered—The 
Southern Securities Company of Madi- 
son, Wis., is offering for sale at par, 
preferred stock of the Madison Street 
Railway, yielding 7 per cent. Already 
about $55,000 of this stock has been sold 
to patrons of the company. The pro- 
ceeds of the issue will be used for 
betterment and extensions to take care 
of the steadily increasing demands for 
the company’s services. 


Arrears in Dividends Being Paid.— 
The Fairmount Park Transit Company, 
Philadelphia, Pa., has declared a divi- 
dend of 34 per cent on preferred stock 
for the six months ended June 30, 1923, 
and a dividend of 14 per cent against 
accumulation at the rate of 7 per cent 
for the years 1917 and 1918. The divi- 
dends are payable on July 10 to stock 
of record of June 80. There are still 
unpaid accumulated dividends for the 
four years from 1919 to 1922 inclusive. 


Merger of El Paso Companies Pro- 
posed.—Merger of the three Stone & 
Webster traction companies in El] Paso 
is proposed in application made by Alba 
Warren, vice-president and general 
manager of the El Paso (Texas) Elec- 
tric Railway Company, for permission 
to combine his company and the E] Paso 
& Juarez Traction Company and the 
Rio Grande Valley Traction Company. 
The merger is sought, Mr. Warren told 
the El Paso City Commission, to enable 
the company to obtain funds for needed 
improvements. 

Offer Bonds.—Bodell & Company and 
P. W. Chapman & Company are offer- 
ing at 99% and interest to yield more 
than 7 per cent $500,000 of Fort Dodge, 
Des Moines & Southern Railroad ten- 
year debenture gold bonds known as 
series “A” 7 per cent. The bonds, 
callable on any interest date upon thirty 
days’ notice, at 105 and interest, are 
dated June 1, 1928, and are due June 1, 
1933. The proceeds of this issue will be 
used in part for the installation of the 
new 12,500-hp. turbine and the greater 
part of the balance for the 1923 capital 
requirements. The company owns elec- 
tric lighting properties in six Iowa 
cities and towns operating under favor- 
able franchises running to 1934-1939. 


The company owns 2,355 freight cars, 
eleven electric locomotives, eleven mis- 
cellaneous cars and thirty-two passen- 
ger cars. 

Michigan United Sold Under Fore- 
closure.—Properties of the Michigan 
United Railways were purchased at 
Jackson on June 80 by the Irving Bank- 
Columbia Trust Company of New York 
City for $5,000,000 at a mortgage sale. 
The bank and trust company is trustee 
for the bondholders. The sale was made 
by William S. Sayres, Jr., Special Mas- 
ter of the United States District Court. 
The property includes a total of 258 
miles of trackage and complete equip- 
ment for operating the interurban and 
street railway lines. The reorganization 
terms have been reviewed previously 
in the ELEcTRIC RAILWAY JOURNAL. 


Seeks to Abandon Part of Line.—The 
Southern New York Power & Railway 
Corporation, operating the Mohawk- 
Oneonta trolley line, applied to the 
Public Service Commission on June 29 
for approval of a declaration of aban- 
donment of that part of its line in 
Oneonta starting at Main and Broad 
Streets and running along Main Street 
to the east end of the line. The com- 
pany claims that public convenience and 
necessity do not require further oper- 
ation of that part of its line. Public 
hearing will be given on the petition. 

Another Payment on account of 
Lorimer Failure—Ten years of litiga- 
tion resulting from the failure of the 
Southern Traction Company, one of 
the projects of former United States 
Senator William Lormier, was brought 
to a close by Federal Judge G. W. 
English in East, St. Louis a few days 
ago when he entered an order authoriz- 
ing Judge C. B. Thomas, referee in 
bankruptcy, to pay out all but $34,000 
of the $400,000 realized by the sale of 
the road several months ago to the 
Alton & Southern Railway, an Alumi- 
num Ore Company line. Under the 
court order the creditors of the defunct 
road will have received about 35 per 
cent when final settlement is made. 

Change in Capital: Structure Pro- 
posed.—The West Penn Company, a 
subsidiary of the American Water 
Works & Electric Company, has called 
a special meeting of its stockholders 
July 9, to take action on a proposal to 
increase the capital stock from 310,000 
shares, $100 par, to 1,000,000 shares 
divided into 500,000 shares no par com- 
mon and 500,000 shares preferred, $100 
par. The latter it proposes to re- 
classify into 80,547 shares of 6 per cent 
cumulative and 419,458 shares of 7 per 
cent cumulative. Present 6 per cent 
cumulative preferred may be exchanged 
share for share for the new 7 per cent 
preferred, while any of the 6 per cent 
preferred acquired by the company will 
also be converted into 7 per cent, and 
as such may be held, sold, or reissued 
by the company. The 7 per cent pre- 
ferred will be redeemable at 115 and 
acerued dividends but, will have no 
voting power unless there occurs a de- 
fault in four quarterly dividend pay- 
ments. 
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Traffic and Transportation 


: Forms Club 


W.H. Sawyer Furthers Idea of Loyalty 
in East St. Louis by Grouping 
Old Employees Into Club 


Ten employees who have served the 
East St. Louis & Suburban Railway 
for twenty-five years didn’t give much 
thought to this distinction, so busy 
have they been in the performance of 
their duties during those years, but 
something happened a short time ago 
in East St. Louis and the men now 
feel that they are part and parcel of the 
progress and development of their city. 

This is how it came about. W. H. 
Sawyer, president of the company, 
always interested in instilling loyalty 
and friendship into the men organized 
a group of his employees into what he 
terms the East St. Louis & Suburbar 
Company Twenty-five-Year Club. The 
ten men who had served for that length 
of time were brought before Mr. Saw- 
yer, made active members, dined as his 
guests and received checks from the 
company for $25 each. Before the big 
day celebration was over their chief 
had told the faithful ones that they 
were really selling a service; that they 
were indispensable to him and that 
next year at the annual dinner of the 
newly formed club he would expect 
yhem all to be present. When it was 
announced that honorary members could 
pe elected, at the will of the active 
members, but that not more than one 
honorary member could be elected in 
one year, the men chose Mr. Sawyer. 
He at first objected on the ground that 
he had spent only four years at East 
St. Louis, but it was explained to him 
that the twenty-five-year clause was 
not binding on honorary members. 

According to the rules and by-laws of 
the club active membership is to be 
limited to employees of the operating 
companies controlled by the Hast St. 
Louis & Suburban Company who have 
been in the employ continuously for 
twenty-five years or more. The mem- 
bership is to be voluntary and there 
are to be no regular dues. It was 
agreed that members shall from time 
to time make such rules, elect such 
officers and hold such meetings as the 
majority desires with the exception that 
an annual meeting and dinner shall be 
held each year as close to May 18 as 
is practicable. 

The object of the club is only another 
expression of Mr. Sawyer’s idea of 
what an organization should be to its 
members. This club is to promote 
friendship, contentment and “firmly to 
unite those who, through many years 
of close personal and business relation- 
ship, have many mutual desires and 
interests.” 

After the dinner on May 18 each 
man was asked to tell what he was 
doing twenty-five years ago. One man 


told about his horse car experiences 
and another related how when operat- 
ing one of the first electric cars he had 
had to hire a team of mules to have his 
car pulled back on the track. At length 
it was put up to Mr. Sawyer himself 
as to his doings a quarter of a century 
ago. He didn’t stress difficulties with 
mules or horse cars, but merely said 
that he had got married. The men 
weren’t satisfied with that as an answer 
(to the holders of twenty-five-year serv- 
ice records marriage is not a problem) 
and he had to tell some of his experi- 
ences as an electrical engineer for the 
General Electric Company. 


Railway in Camden to Operate 
Buses 


The Public Service Transportation 
Company, a subsidiary of the-Public 
Service Corporation of New Jersey, will 
operate a fleet of modern buses on 
Kaighn Avenue and in the parkside dis- 
trict of Camden. At the same time, 
electric railway service on the present 
Kaighn Alvenue line will be discon- 
tinued. The part of the route east of 
Kaighn Avenue is new and provides 
service to a district not before served. 
For a part of the distance, it runs along 
Forest Hill Park and in addition gives 
easy access to the Camden High and 
Junior High Schools. 

The rate of fare will be 8 cents cash, 
with four tokens for 30 cents. Tokens 
sold by the Public Service Railway 
will be honored. Upon payment of 1 
cent additional a transfer will be issued 
from the buses to cars of the inter- 
secting lines of the Public Service Rail- 
way. Transfers will be issued by the 
railway to the buses at the same charge. 
Eight Model 50 White chassis, with 
Hoover bodies, will be operated. 


Authorizes Bus Permits for 
Los Angeles Suburbs 


After conducting various public 
hearings during the past thirty days 
based on applications of several bus line 
operators, the California State Railroad 
Commission has taken into considera- 
tion that there is a necessity of pro- 
viding the fast-growing outlying dis- 
trict of Los Angeles with motor bus 
transportation service either by the 
auxiliaries of the street car lines or by 
privately operated bus systems; there- 
fore, the commission on June 23 
granted several motor bus certificates 
to furnish the desired service. 

The permits authorize bus service to 
a portion of the San Fernando Valley; 
between Alhambra and South Pasadena 
and between Santa Monica and Venice. 

At the same time the commission dis- 
missed the application for bus line pér- 
mits between Glendale, Hollywood and 
other points to Los Angeles. 


Confidence Restored in 
San Diego 


People of California City Know that 
“Local Railway Always Had Best — 
Interest of City in Mind 


What caused the voters of San Diego, 
Calif., who last October refused by about 
1,400 majority to relieve the railway of 
paving obligations, to reverse their po- — 
sition in five months’ time and in March, 
this year, vote the asked relief by about 
the same majority? While many side 
lanes of local politics, ancient rancors 
and prejudices enter into the question, 
in the main the answer may be said to 
lie in two words—“fair play.” And fair 
play is not a one-sided proposition; it 
applies both to the company and the 
public. 

At the close of the war, the San Diego 
Electric Railway, like other railways, 
found its plant pretty much run down. 
Owing to lack of upkeep and peculiar 
local soil conditions, most of the road- 
bed was in a deplorable state. Rolling 
stock’ was.in fair shape, but with such 
roadbeds, good service was impossible. 
This condition continued for some time 
after the war, and the people grumbled, 
and from a service standpoint, with 
justice. But what to do? 

The company went, before the State 
Railroad Commission, proposed and ob- 
tained a zone fare system which ma- 
terially increased the average fare. And 
then, when public patience had almost 
reached a breaking point, came an- 
nouncement from the company of an 
extensive rehabilitation program. This 
made the people feel better. 

Meanwhile the company prepared a 
charter amendment empowering the 
Council to relieve it of paving obliga- 
tions, and another to remove its affairs 
from the jurisdiction of the city and 
place it with the State Railroad Com- 
mission. It secured enough signers to 
compel the City Council to call a special 
election. 

Old sores were ripped wide open 
again, however, in August, when the 
company, early one Sunday, tore out 
about a mile of the Adams Avenue line 
before the work was stopped by order 
of the Mayor. Anti-corporationists 
took advantage of the situation and 
blamed the company for all ills. Com- 
pany officials asserted their action was 
necessary to protect themselves against 
an impending paving program of the 
City Council, charging bad faith on the 
part of the officials in not waiting until 
the paving amendment had been voted 
on by the people. The matter was taken 
to the courts, but agreement was finally 
reached, through mediation of the State 
Railroad Commission, and the company 
agreed to rebuild its tracks. In the 
meantime, however, patrons of the 
Adams Avenue route had to ride in 
buses, which didn’t improve their state 
of mind any and probably lost many 
votes for the company’s paving propo- 
sition. 

In the October election the factors 
mitigating against the company’s pav- 
ing proposal were principally these: 
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-Many people believed that the proposal 
was a loophole through which the com- 
pany was seeking to escape its recon- 
struction program. Others mistrusted 
the proposed amendment because it was 
drawn by the company’s attorneys. 
Others confused it with the proposal to 
remove the company from local jurisdic- 
‘tion to that of the State Railroad Com- 
mission, a proposal which was on the 
-same ballot. Still others desired to 
punish the company for its stand in the 
_Adams Avenue matter. And then there’s 
always a percentage “agin’ the corpo- 
rations.” 

The result was that the paving 
amendment proposed by the company 
lost by a vote of 6,489 for and 8,952 
against. 

The company officials took the defeat 
philosophically and the reconstruction 
work went right ahead. Good service 
was installed on several of the more 
important lines in the city, car service 
was resumed on Adams Avenue, and 
all could see that the new type of track 
was substantial and enduring. Service 
was speeded up and there was shorter 
spacing between cars. Evidence that 
the company intended to keep its prom- 
ises on the rebuilding program and the 
improved service put the car riding pub- 
lic into a more cheerful state of mind. 
The starting of the weekly pass system 
on Jan. 1 enhanced this feeling. All 
this was accompanied by judicious news- 
paper and folder publicity on the part 
of the company. All of the publicity 
emphasized the company’s desire to 
serve and to make San Diego’s “the 
best street car system in the United 
States.” _ 

The result was that in five months’ 
time the people reversed their former 
verdict and freed the company of future 
paving obligations by a vote of 7,757 for 
and 6,374 against. The fact that the 
city attorney drew the amendment sub- 
mitted at the spring election and that it 
--was more detailed and therefore clearer 
to the average voter also probably oper- 
ated to favor the company at the spring 
election. The voters were impressed 
with the company’s “fair play” and also 
aimed to play fair. 

Since that election the company has 
gained further good will by its an- 
nouncement of the building of the Mis- 
sion Beach line and the La Mesa line, 
and also just recently a line to La Jolla, 
so the relations between the company 

and the people at this time are very 
cordial. “Co-operation” is the watch- 
word in San Diego just now, and it was 
emphasized recently by a speech by 
John D. Spreckels to more than 150 San 
Diego business men, when he, as head 
of the Spreckels interests, which include 
the San Diego Street Railway, pleaded 
for support for his plans to make San 
Diego a great city. Co-operation, he 
said, was all that was needed to put 
through a large development program, 
although most of the active work for 
the Spreckels companies would now de- 
volve on his son Claus Spreckels. The 
senior Spreckels has been active head 
of the companies for thirty-six years, 
but he intimated he might soon retire. 


Operation of One-Man Cars Still 
an Issue in Wisconsin 


The litigation instituted by the city 
of Milwaukee to abolish one-man cars 
on the railway lines in Milwaukee will 
be advanced another step. It is now 
announced that the city will appeal to 
the Wisconsin Supreme Court from the 
recent decision of Judge E. Ray Stevens 
of the Dane County Circuit Court at 
Madison, who upheld the verdict of the 
Railroad Commission in its decision al- 
lowing the Milwaukee Northern Rail- 
way to continue the operation of one- 
man street cars in Milwaukee. ; 

The city attorney says the commis- 
sion has exceeded its powers granted 
by statute and that the decision as to 
the complement of a car crew in the 
city should be vested in its Common 
Council. 

This new appeal will be in the form 
of a test case. 

On May 22 the committee on recom- 
mendations of the Wisconsin Legisla- 
ture recommended that the bill be killed 
which had been introduced by Senator 
J. J. Hirsch, Milwaukee, calling for the 
abolition of one-man cars from the 
streets of Milwaukee. After this action 
he offered an amendment providing that 
the authority for the operation of these 
cars should be vested with the Common 
Council. On May 24 the Hirsch bill 
was definitely killed by the Legislature. 


Making Effective Jim Crow 
Provisions 


Jim Crow provisions of the ordinance 
recently adopted by the City Commis- 
sion of Birmingham effecting a settle- 
ment of all issues between the city 
and the Birmingham Railway, Light & 
Power Company, were put into effect on 
eighty-three cars of the company on 
July 1 and will be made effective on all 
cars within ten days. All provisions 
of the general settlement including 
regulations, which practically banned 
all jitneys from the streets, were to 
have become effective July 1, when a 
reduction in cash car fares from 8 to 7 
cents and a reduction on tickets fares 
from 62% to 6 cents was to be granted 
by the company. However, the enforce- 
ment of the jitney regulations has been 
held up by a temporary injunction 
granted by Judge William M. Walker 
in the Chancery division of the Circuit 
Court. Hearing on the injunction 
proceedings is set for July 11. 

Under the terms of the agreement 
between the city and the Birmingham 
Railway, Light & Power Company and 
the receivers, the provisions of the 
settlement were not to take effect 
until the jitneys regulations were put 
into effect. However, the company is 
making the Jim Crow provisions of the 
ordinance effective at once. Boards 
separating the sections of the cars set 
apart for white and colored passengers, 
extending from the back of the seats 
to the top of the windows are being 
installed on all cars. 

Jitney men have prepared and 
obtained signatures to a petition for an 


initiative election to submit a substitute 
ordinance prepared by the Jitney 
Owners and Operators’ Association to 
the voters of the city. This petition 
it is stated probably will be filed with 
the secretary of the City Commission 
in a few days. 


Ticket-Selling Plan Changed. — The 
Georgia Railway & Power Company, 
Atlanta, will start this month issuing 
tickets at three for 20 cents, it was 
announced by the company. Hereto- 
fore, tickets have been sold for the lines 
only in quantities of fifteen for $1. The 
fare in Atlanta is 7 cents. 


One-Man Cars in Operation. — Five 
new one-man cars have been started on 
the Jule Street line of the St. Joseph 
Railway, Light, Heat & Power Com- 
pany, and similar cars are to be put on 
the Frederick Avenue and Twenty- 
second Street lines. Twelve cars of 
this type have been completed by the 
American Car Company, St. Louis. 


Obliges Patrons.—In response to pub- 
lic demand the - Tri-City Railway, 
Davenport, Iowa, has issued a time- 
table of car schedules. It is in the 
form of a four-page booklet, which 
shows the time of departure of cars 
from the end of the lines, also the first 
car in the morning, the last regular 
car at night and the schedule of owl 
cars. 


Fares Reduced.—A change in tariff 
has been filed with the Public Service 
Commission, effective July 22, 1923, by 
the International Railway whereby six- 
teen tickets good for transportation 
in either direction between Buffalo and 
Elwood will be sold for $2. Tickets will 
be good only on Buffalo-Lockport cars 
and not good as part payment of any 
through fare to a point beyond destina- 
tion named in the ticket. 


Arrangement Made for Letter Car- 
riers.—A contract has been entered into 
between the Milwaukee post office and 
the Milwaukee Electric Railway & 
Light Company whereby all letter car- 
riers of Milwaukee in the performance 
of duty only will be carried on the 
company’s cars for $10,000 a year. 
Previous to this carriers have been al- 
lowed street car tickets for this pur- 
pose. 

Heavy Bonds for Jitney Operators. — 
Jitney competition for the Georgia Rail- 
way & Power Company in Atlanta was 
eliminated when the City Council passed 
an ordinance requiring bus operators 
to post $5,000 indemnity bonds for. the 
privilege of operating in Atlanta. Presi- 
dent Preston S. Arkwright of the rail- 
way company states that with jitney 
competition now virtually eliminated 
by this new law the company will go 
ahead at once with an extensive con- 
struction and improvement program. 
Several hundred thousand dollars have 
already been invested this year in lay- 
ing new tracks throughout the city, and 
the work is to be carried out through 
the rest of the year, Mr. Arkwright 
states. Operation of bus lines is one 
of the plans of the company. 
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Personal Items 


New York Body Elects 
Mr. Duffey 


President of Cortland County Traction 
Company Honored by New York 
Association at Bluff Point 
Meeting 


Edwin Duffey, president of the Cort- 
land County Traction Company, Cort- 
land, N. Y., was elected president of 
the New York Electric Railway Asso- 
ciation at the meeting at Bluff Point 
on June 23. In addition to being presi- 
dent of the railway, which post Mr. 
Duffey has held for about five years, 
he is a director of the National Bank 
of Cortland and a trustee of the Cort- 


Edwin Duffey 


land Savings Bank. He was born at 
Buffalo, N. Y., March 14, 1868. When 
Mr. Duffey was an infant his parents 
removed to Middletown, N. Y., where 
they remained seven years. They then 
moved to Cortland, where Mr. Duffey 
has lived ever since. He was educated 
in the Cortland Normal School and was 
graduated from Amherst in 1890 with 
the degree of A.B. In 1893 he was 
graduated from Columbia Law School. 
He has since practiced law in Cortland. 
In 1897 he was elected district attorney 
and in 1915 was appointed Highway 
Commissioner of the State of New 
York, in which office he continued a lit- 
tle more than four years. Since re- 
tiring from that office he has been head 
of the traction company. 


William B. Mayo Heads Detroit 
Street Railways 


William B. Mayo has accepted the ap- 
pointment offered by Mayor Doremus of 
general manager of the Department of 
Street Railways, Detroit. Ross Schram 
will continue as assistant general 
manager. Mr. Mayo is the chief engi- 
neer of the Ford Motor Company and 


has been a member of the Street Rail- 
way Commission since his appointment 
by former Mayor Couzens when the 
commission was formed. 

His connection with the Ford com- 
pany will not be severed, but the major 
part of his time will be given to the 
railway problem. He is a “free lance” 
in the Ford organization and is free to 
devote as much time as necessary to 
the Detroit Railways. 


Engineer and Securities Expert 
Joins Guaranty Company 


Clarence E. Morrow, author of the 
article “Prospects for Electric Rail- 
way Financing in 1923,” which ap- 
peared in the issue of the ELECTRIC 
RAILWAY JOURNAL for Jan. 6, 1923, 
page 24, has joined the Guaranty 
Company, New York, N. Y., in charge 
of the public utility bond division. He 
will be associated in negotiations for 
the purchase of public utility bonds 
which are underwritten by that com- 
pany. Since 1921 Mr. Morrow has 
been connected with the corporation de- 
partment of Merrill, Oldham & Com- 
pany, investment bankers of Boston, 
examining and reporting on properties 
whose securities were handled by that 
organization. He was graduated from 
Whitman College in 1910 and from the 
Massachusetts Institute of Technology 
in 1912. Following his graduation at 
the institute he was an 
there. For several years Mr. Morrow 
was chief draftsman with Stone & 
Webster, Boston, and later was en- 
gaged on appraisal and report work in 
connection with electric railway and 
electric light and power properties. The 
Guaranty Company, with which Mr. 
Morrow has now become connected, is 
affiliated with the- Guaranty Trust 
Company, of which it is in fact the 
bond distributing department. 


R. E. Skow is now chief engineer of 
the Lincoln (Neb.) Traction Company. 
In this position he succeeds J. M. 
Pawling. 


R. M. Hanneford, assistant chief engi- 
neer of the Montreal Tramways, has 
been appointed acting chief engineer to 
succeed W. F. Graves, resigned. 


C. J. Driscoll has replaced H. W. 
Reade as auditor of the Escanaba Power 
& Traction Company, Escanaba, Mich. 
Mr. Driscoll is also general freight and 
passenger agent. 


C..W. Gifford, formerly general man- 
ager and purchasing agent of the 
Brockton & Plymouth Street Railway, 
Plymouth, Mass., has also been made 
vice-president. 


William Rogers has succeeded Ralph 
Statler as chief engineer of the Mount 


instructor .- 


Beacon (N. Y.) Association. This prop- 
erty operates 2,000 ft. of cable incline 
railway to the summit of Mount Beacon. 


Mr. Cameron, Business Manager 
of the “Journal’’ 


David Cameron has been appointed 
business manager of ELECTRIC RAIL- 
WAY JOURNAL and Bus Transportation 
effective July 1. He succeeds L. W. 
Seeligsberg, who has resigned to en- 
gage in advertising work for himself. 

Having served in the field as a sales- 
man on both papers for a number of 
years Mr. Cameron comes to the main 
office to take charge with a background 
of selling’ experience and a knowledge 
of conditions confronting the manufac- 
turers serving both the railway and 
bus fields, which are believed to fit him 
eminently for his new position. 

Mr. Cameron has been continuously 
with the McGraw-Hill Company and 
its predecessor the McGraw Publish- 
ing Company since his graduation from 


David Cameron 


college in 1914. He started in as make- 
up man on ELECTRIC RAILWAY JOURNAL. 
After about a year he was transferred 
to the subscription department, where 
he served as assistant manager, working 
on all the McGraw publications. Then 
for about six months he did some spe- 
cial work for Mr. McGraw, which was 
terminated when he entered the army 
air service as a second lieutenant and 
pilot, serving in France for eight 
months. 

When he received his discharge he 
came back with the company and was 
the Chicago district advertising man- 
ager of ELECTRIC RAILWAY JOURNAL. 
Later, with the establishment of Bus 
Transportation, he became the Cleve- 
land district advertising manager for 
both Exectric RAILWAY JOURNAL and 
Bus Transportation. j 

Mr. Cameron was born at Houtz- - 
dale, Pa., on Feb. 26, 1893. His early 
education was in the Wellsboro, Pa., 
High School, and he received his col- 
lege traming in Cornell University, 
University of Michigan and Dickinson 
College, Carlisle, Pa. He received his 


. A. B. degree from Dickinson, where he 


was also elected to the honorary society 
Phi Beta Kappa. 
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Celebration for Mr. Hill’s Ten 
Years Service in Elmira 
Employees of a railway know that it 
isn’t all sunshine for their ~ general 
This was evidenced in El- 
mira recently, when the forces of the 


_ Elmira Water, Light & Railroad Com- 


pany expressed their appreciation of 
Frederick H. Hill’s cordial relations with 
them in the ten years service he has 
given the company. Attorney Halsey 
Sayles, legal representative of the com- 
pany for approximately twenty-five 
years, in behalf of the 300 employees 
presented a solid silver service to Mr. 
Hill. The celebration took place at 
Rorick’s Glen dancing pavilion, where 
a dinner was served, followed by 
dancing. 

It was on May 12, 1913, that Mr. Hill 
became identified with the Elmira prop- 
erty as chief engineer. A short time 
later he was promoted to the position 
of general manager to succeed H. M. 
Beardsley, resigned. Later Mr. Hill 
was elected vice-president and today he 
is serving in that capacity as well as 
general manager. The Elmira news- 


‘papers, too, commented favorably on 


Mr. Hill’s accomplishments, declaring 
that the unexcelled car service, the 
modern artificial gas plant and a satis- 
factory electric light and power service 
were all achievements of the corpora- 
tion under Mr. Hill’s supervision. 


SAC: Bennett Elected Director of 
Westinghouse Electric 


James C. Bennett, comptroller of the 
Westinghouse Electric & Manufactur- 
ing Company, has been elected a direc- 


‘tor of the company to succeed John R. 


McCune, who died on May 14. 

Mr. Bennett entered the employ of 
the company almost immediately after 
graduation from high school in 1886 as 
assistant to the auditor. Inasmuch as 
the company had been founded only 
five months prior to this time, he is 
one of its oldest employees. Mr. Ben- 
nett is also an officer and director of a 
number of the Westinghouse subsidiary 
companies. 


Mr. Dickson in Providence 
E. J. Dickson, formerly vice-president 


in charge of operation. of the Inter- 


national Railway, Buffalo, N. Y., has 
been elected. vice-president of the 
United Electric Railways, Providence, 
R. I. He entered upon his new duties 


A. W. Loasby Made President of 
Equitable Trust 


Arthur W. Loasby, senior vice-presi- 
dent of the Equitable Trust Company, 
New York, was elected president of that 
institution on June 26. He entered 
upon his new duties on July 1, when 
Alvin W. Krech, president of the Equi- 
table for practically twenty years, re- 
tired to become chairman of the board. 

Mr. Loasby is well known to electric 
railway executives throughout New 


York State, particularly those in Cen- 
tral New York. He played a large part 
in the reorganization of some of the in- 
terurban railways operating out of 
Syracuse, and previous to accepting ap- 
pointment to the Equitable Trust Com- 
pany he was president of the Auburn & 
Syracuse Electric Railroad and the 
Rochester & Syracuse Railroad. 

Mr. Loasby entered the banking busi- 
nedd in Syracuse at the age of twenty 
years when he became identified with 
the First National Bank of that city. It 
was not long before his aggressiveness 
and ability carried him into a _ vice- 
presidency of that institution. Subse- 
quently he became president of the 
Trust & Deposit Company of Syracuse. 
Later he accomplished a consolidation 
of those two companies and became the 
head of the merged institution. He 
joined the Equitable Trust Company 
about two years ago. 


C. E. Warwick on Leave 
of Absence 


C. E. Warwick, superintendent of 
the railway lines of the Wisconsin Pub- 
lic Service Corporation, has been 
granted a leave of absence in the hope 
of improving his health. 

C. H. Allen has been appointed acting 
superintendent of railways of the com- 
pany and will be in complete charge of 
that department pending the return of 
Mr. Warwick. 

HK. M. Lunda has been appointed mas- 
ter mechanic in charge of the repair 
shops and railway equipment of the 
company. 


Allan Cunningham has succeeded L. E. 
Flint as assistant treasurer of the Man- 
chester Traction, Light & Power Com- 
pany, Manchester, N. H. 


C. D. Vail, railroad and hydraulic ex- 
pert for the Colorado Public Utilities 
Commission, has been appointed a mem- 
ber of the commission to fill tempo- 
rarily the place of Judge Tully Scott, 
who is ill and unable to perform the 
duties of his office. 


J. T. Hambleton of Pen Argyl, Pa., 
has been appointed general manager 
of the Hartford & Springfield Street 
Railway Company, beginning July 5. 
Mr. Hambleton succeeds William W. 
Walker, who resigned to become man- 
ager of the Shore Line Electric Com- 
pany. 

George E.. Cockings, manager of the 
Bristol & Plainville Electric Company, 
Bristol, Conn., formerly the Bristol & 
Plainville Tramway, has been elected 
president of the Tenney Service Asso- 
ciation, an organization of leading men 
in the utilities managed by Charles H. 
Tenney & Company, Boston. For the 
past twenty-seven years Mr. Cockings 
has been manager of the electric rail- 
way, gas and electric properties at 
Bristol. The company at Bristol does 
a combined railway and lighting busi- 
ness. The railway line is about 14 
miles long. The general managers are 
Charles H. Tenney & Company. 


Levick P= Miles of Memphis, promi- 
nent in electric railway legal circles, 
was honored by an election as vice- 
president of the Tennessee Bar Asso- 
ciation for West Tennessee at its re- 
cent annual meeting held in Nashville. 


Major William H. Holcombe, Corps 
of Engineers, has been detailed as as- 
sistant engineer commissioner of the 
District of Columbia. Major Frank S. 
Besson will continue to serve as acting 
engineer commissioner until a succes- 
sor to Col. Charles Keller is named. 


M. Bernard, at one time assistant 
engineer in the way and structures de- 
partment of the Brooklyn Rapid Transit 
Company and more recently office engi- 
neer in connection with the construction 
of tracks for the city of Detroit, is now 
associated with the Engineering Service 
Bureau, Tribune Building, New York 
City. 


Frank B. Faris, former attorney- 
examiner for the Public Service Com- 
mission of Indiana and recently asso- 
ciated with the law firm of Haynes & 
Mote, has entered the general practice 
of law at Indianapolis under his own 
name, devoting himself particularly to 
rate, securities, valuation, tax and other 
matters affecting public utilities before 
regulatory boards, commissions and the 
courts. 


H. §S. Cooper, well known utility 
official of Texas, has been chosen city 
manager of the municipality of High- 
land Park, a suburb of Dallas, Tex., 
which maintains a separate govern- 
ment. Mr. Cooper has been in Dallas 
for a number of years. He was for- 
merly secretary of the Southwest Gas 
& Electric Association. Prior to com- 
ing to Dallas he was general manager 
of the Galveston Electric Company, a 
Stone & Webster property that operates 
the railway lines in Galveston. 


Charles G. Blakeslee of Binghamton 
has been appointed by the Public Serv- 
ice Commission of New York State as 
counsel to the commission, succeeding 
Ledyard P. Hale, whose resignation 
takes effect on June 30 after a con- 
tinuous service as counsel since the 
establishment of the Public Service 
Commission in 1907. Mr. Blakeslee was 
appointed a member of the Public Serv- 
ice Commission on April 25, 1921, by 
Governor Miller, his term expiring 
early this year, when he was succeeded 
by James A. Parsons of Hornell. 


Philip O. Geier, treasurer of the Cin- 
cinnati Milling Machine Company, has 
been appointed to fill the vacancy 
caused by the death of Judge W. A. 
Geoghegan on the Cincinnati Rapid 
Transit Commission. The appointment 
was made by Mayor George P. Carrol. 
Mr. Geier was strongly indorsed by 
the business men of the city. He will 
serve the balance of the term of Judge 
Geoghegan, which runs until Nov. 15, 
1928. Mr. Geier is prominent in local 
business and civic circles. He is a di- 
rector of the Business Men’s Club and 
the Cincinnati Fall Festival Associa- 
tion. 
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. way Company, Cleveland, manufactur- 
Obituary ers of the Short electric railway 
; motors. He remained with that com- 
P. N. Jones pany until it was absorbed by the Gen- 
P. N. Jones, general manager of eral Electric Company, when he became 


the Pittsburgh Railways, died suddenly 
on July 1 in a Lancaster, Pa., hotel in 
which he had stopped while en route 
through the East on an automobile trip 
with Mrs. Jones and his daughter. The 
party left the Jones residence the 
previous Friday evening. Mr. Jones 
was then apparently in good health. 
Acute dilation of the heart was given 
as the cause of death. 

Mr. Jones always approached the 
problems of management from their 
engineering side. This was quite log- 
ical, because first of all he was an 
engineer. Thus there grew out of the 
studies of railway operating problems 
which Mr. Jones made in Pittsburgh 
and other cities a series of developments 
embodying many patentable ideas suit- 
able for general application. The crea- 
tive work of the man really was prolific. 
so that, it is impossible here to do more 
than merely mention some of the out- 
standing developments of the railway 
art for which he was responsible. 

Perhaps his most important contribu- 
tion to the science was the so-called 
baby motor. The tendency toward 
lighter weight in car construction set 
in about 1912. Mr. Jones was one of 
the first to discern this need under the 
changing economic status of the in- 
dustry. Already an advocate of the 
low-floor car, which had its real in- 
ception in 1910 in center-entrance trail 
cars in Pittsburgh with 22-in. wheels, 
he found the low-floor car advantageous 
for all-around application, but impos- 
sible of adoption in hilly Pittsburgh 
with the usual motor equipment. The 
heavy grades and the severe schedules 
necessitated the application of a con- 
siderable amount of power, notwith- 
standing the light weight of the pro- 
posed car, and even with four motors 
the minimum motor size that was con- 
sidered feasible was 30-35 hp. 

Unfortunately no existing motors in 
this capacity could be mounted on axles 
with 22-in. wheels and give sufficient 
clearance. Although there was some 
skepticism as to the possibilities, both 
commercial and operative, about the 
prospects of a motor of the required 
dimensions, the development of a new 
design was undertaken for the Pitts- 
burgh Railways and carried to perfec- 
tion under the direction of Mr. Jones. 
A new method of remote control 
adapted to these cars also stands to his 
credit. He was also responsible for the 
design of a new type of sliding and 
rolling car door. . Quick to discern the 
advantages of the application of new 
methods to old problems, Mr. Jones was 
one of the first to introduce parallel 
operation first of d.c. railway generat- 
ine stations and then of a.c. stations. 

Mr. Jones was able to apply to the 
problems that confronted him experi- 
ence dating back to the early days of 
the electric railway when he became 
a shop apprentice in the construction 
department of the Short Electric Rail- 


identified with the Lincoln Electric 
Company in experimental work. In 
May, 1894, he entered the testing de- 
partment of the Westinghouse Electric 
& Manufacturing Compary at Pitts- 
burgh and was made superintendent of 
city construction in Pittsburgh. 

On Jan. 1, 1908, Mr. Jones became 
manager of the Cleveland sales office 
and April 1, 1908, he became sales man- 
ager at Pittsburgh. Oct. 1, 1905, he re- 
signed to become electrical and mechan- 


P. N. Jones 


ical engineer of the Pittsburgh Railways. 
He was advanced to general superinten- 
dent in 1909 and to general manager in 
1912, the additional duties of ‘second 
vice-president being assumed later. 

Mr. Jones was born near Springfield, 
Ohio, in 1865. He was educated in the 
public schools and was graduated from 
Ohio State University in 1892 as a 
mechanical and electrical engineer. 

He was a member of the American 
Electric Railway Association, Engi- 
neers’ Society of Western Pennsy]l- 
vania, the American Institute of Elec- 
trical Engineers and the Pennsylvania 
Street Railway Association. 


F. W. Brooks 


Frank W. Brooks, former president 
of the Detroit United Railway, died in 
Detrojt on June 28 following an ex- 
tended illness. Mr. Brooks retired from 
the company at Detroit in 1921. He 
had not been well for a long time then, 
but continued in his post at the head 
of the company because of the need that 
was felt by his associates of his help 
and advice at that critical time in the 
affairs of the company just prior to 
the city taking over the local lines. The 
disposition has been quite general since 
the advent of municipal ownership in 
Detroit to criticise the former manage- 
ment of the D. U. R., and to charge that 
the attitude of the officials toward ‘the 
problem there only served to intensify 
the feeling against the company. That 
is something of which it is not easy to 
judge. It is quite certain, however, 
that few men can be found anywhere 
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who carried out the trust placed in 
them more faithfully than did Frank 
Brooks or at greater personal sacrifice 
than he. In the last analysis that ial 
the real measure of any man. 

The career of Mr. Brooks is virtually 
the history of interurban railway de- 
velopment, especially in the vicinity of 
Detroit. Mr. Brooks was born in Waco, 
Texas, March 4, 1865. He was educated 
in private schools in Waco and was 
graduated from the Texas State Col- 
lege, where he specialized in engineer- 
ing. In 1882 he became identified with 
the construction of the New Orleans & 
Texas Pacific Railway. In ‘succession 
he followed his chosen engineering work — 
with the Queen & Crescent Railway 
and the Illinois Central system. 

From steam roads Mr. Brooks turned 
to the field of electric railway construc- 
tion and operation in 1895, when he be- 
came general manager of the Rapid 
Railway at Detroit, then under con- 
struction and one of the first lines in 
the country to develop the use of the 
trolley for the delivery of freight and 
mail as well as to carry passengers be- 


tween the adjoining communities. 


When the Rapid Railway, through 
financial negotiations, passed into the 
control of the Detroit United Railway 
in 1903 Mr. Brooks was made assistant 
general manager. Within a short time 
he relieved Jere C. Hutchins, at that 
time president, of the detail work of 
general manager. In February, 1916, 
Mr. Brooks was elected one of the vice- 
presidents of the company. In June, 
1916, he was made president following — 
the retirement of Mr. Hutchins to be- 
come chairman of the board of directors. 


F. M. Weld 


F. M. Weld, master mechanic of the 
department of street railways, city of 
Detroit, died on June 22. Mr. Weld 
was fifty-four years of age. 

Mr. Weld was well known to electric 
railway mechanical men throughout 
the entire country, but particularly to 
electric railway operators in Massa- 
chusetts, where he began his railway 
career in 1901 with the Wakefield & 
Stoneham Street Railway. By far the 
largest part of his career was in New 
England, but he served on several 
Indiana properties and at Birmingham, 
Ala., as master mechanic. 


John A. Britton 


John Alexander Britton, nationally 
prominent in the electric light and 
power field and vice-president and 
general manager of the Pacific Gas & 
Electric Company, died in San Francisco 
on June 29, after a short illness, at the 
age of sixty-eight. At the recent con- 
vention of the National Electric Light 
Association Mr. Britton had been 
elected first vice-president. As an 
executive engineer Mr. Britton did some 
notable work. He was a° member of 
the American Society of Mechanical 
Engineers, American Society of Civil 
Engineers as well as of the American 
Institute of Electrical Engineers. 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
_ for Discussion of Manufacturing and Sales Matters 


Four-Motor Equipment 
Favored 


Development of Low-Floor Car and 
Need for Rapid Acceleration Increase 
Popularity of Quadruple Equipment 


A study of recent purchases of cars 
shows that a number of railways which 
formerly operated two-motor cars are 
now buying four-motor cars. Increas- 
ing traffic congestion and the necessity 
for rapid acceleration, coupled with the 
development of the low-floor car, have 
been important factors in creating this 
changed sentiment, manufacturers say. 

Among the companies which have 
previously used two-motor equipment 
and are now buying four-motor equip- 
ment is the United Railways of St. 
Louis. This company’s most recent cars 
are equipped with four motors of 25 hp. 
to 85 hp. each. The Los Angeles Rail- 
way, which in the past has used two- 
motor equipment, is now buying quad- 
ruple equipment. The reasons there 
are, primarily, the necessity of making 
more stops and at the same time in- 
creasing the scheduled speed. Another 
factor which no doubt has influenced 
the Los Angeles Railway is the narrow 
gage of its track, which is only 3 ft. 
6 in. The Chicago Surface Lines re- 
cently purchased a large number of 
quadruple equipments for heavy cars, 
and at the same time a number of double 
equipments with the same type motor 
for use on light-weight cars. Had it 
not been for the desire to use the same 
type motor on both lots of cars, the 
light-weight cars would probably have 
been equipped with four motors. 

Other railways which have in the 
past operated many two-motor cars and 
which now appear to favor the four- 
motor type include the Boston Elevated 
Railway, where all recent purchases for 
surface cars have been quadruple 
equipment of 25 hp. and 40 hp. capacity; 
the Capital Traction Company, Wash- 
ington, D. C.; the Houston Electric 
Company, which has recently purchased 
quadruple equipment of 35-hp. motors; 
the Louisville Railway; the Milwaukee 
Electric Railway & Light Company, and 
the Cincinnati Traction Company. 

In the South, where climatic condi- 
tions are particularly favorable to the 
use of two-motor cars, there appears to 
be nevertheless some tendency toward 
the use of quadruple equipment. Be- 
sides the Houston Electric Company, al- 
ready mentioned, several other compa- 
nies have recently bought quadruple 
equipment of 35-hp. motors. Among 
these are the Georgia Railway & Power 
Company, Atlanta, Ga.; the Birming- 
ham Railway, Light & Power Company, 
and the Memphis Street Railway. 


Aside from the question of traffic and 
the need for rapid acceleration there is 
room for argument concerning the rela- 
tive economy of two-motor and four- 
motor equipment. Theoretically the en- 
ergy consumption of two large motors 
is less than that of four small motors, 
because in the former case larger and 
more efficient machines are involved. 
The maintenance of the two-motor 
equipment should cost less than that of 
the four-motor equipment, because only 
one-half of the number of motors are in 
service, and part of the maintenance ex- 
pense is nearly independent of the size 
of the motor. However, some railway 
operators seem to feel that these the- 
oretical advantages are outweighed by 
the waste of energy caused by the 
greater slipping of wheels. 


Copper Unlikely to Go Lower 


The price of copper in the open mar- 
ket today is little higher than it was 
before the war. While the price of most 
articles has increased tremendously, 
copper has made no permanent advance. 
This is fundamentally an unsound condi- 
tion, manufacturers say, because the 
cost of mining and refining has increased 
in conformity with the increased cost 
of manufacture in other lines. The 
present market price, therefore, means 


that copper is being sold at less than 
true cost. The reason for this is easy 
to understand, when it is remembered 
that it costs hundreds of thousands of 
dollars per month to keep the plants in 
condition, even though they are not 
working. Manufacturers, therefore, pre- 
fer to sell their product at a slight loss 
than to have their plants idle. Ob- 
viously, however, this situation cannot 
be maintained indefinitely. The price 
of copper therefore seems destined to 
go higher rather than drop lower. 

The improved financial condition of 
Europe is beginning to result in the 
purchase of more copper from the 
United States. This process will prob- 
ably be gradual and a long time may 
elapse before our copper export. amounts 
to as much as it used to before the war. 
At the same time, the use of copper for 
domestic purposes is also increasing. 
It is being used in many places where 
other metals previously were in use. 
Ultimately, therefore, the combined 
domestic and export market may be 
greater than it was in 1914. This will 
not necessarily boost the price of cop- 
per, manufacturers say, because the 
production capacity in the United States 
is considerably greater than the present 
demand. During the war we were able 
to increase our production approxi- 
mately 40 per cent. This increase is 
not now being used, and there is, there- 
fore, a leeway between present demand 
and ultimate production capacity that 
will prevent any real shortage. How- 
ever, a period of approximately three 
months is required between the mining 
of the copper and its appearance on 
the market, so if there should be any 
sudden wave of buying the price might 
be temporarily driven upward. 
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Metals—New York 


eee pe oleic: cents per lb.. eee 14.50 
MECHOUROGHUAIDED IDI a Aa ldhele sg cies. sce ea ee 6.50 
Nickel, cents per lb.. Relate earn ss hayes ace 29.50 
Zine, cents per lb... RRP ate ont siti oe 6.10 
Tin Straits, cents per pe ees BL O72. 
Aluminum, 98 to 99 pe cent, cents per Boe 25.50 
Babbitt metal, warehouse, cents per lb. 

Denes) GA WBS Sci Dp 6 Seo a Ee 56.00 

Cf Soa) I oe 30.00 

Bituminous Coal 

Smokeless mine run, f.o.b. vessel, Hampton 

Pe es ake eRe eee et ins $5.625 
Somerset mine run, Boston. , CAGMe vase 2.625 
Pittsburgh mine run, Pittsburgh. . onahe 2.05 
Franklin, I., screenings, Chicago.. veicidloraie 1.675 
Central, Ill, screenings, CRICAZON. wesc. 2 1.375 
Kansas screenings, Kansas City..........- 2.625 

Track Materials—Pittsburgh 

Standard Bessemer steel rails, grosston.... $43.00 
Standard open hearth rails, grosston...... 43.00 


Railroad spikes, drive, Pittsburgh bese, 
cents per lb.. oe BAS 


Tie plates (flat type), cents per Tbs ses 2.575 
Rass pars, cents perIb..-.:..-...--+0005 2e7> 
Rail bolts and nuts, Pittsburgh base, cents, lb. 4.125 
Steel bars, cents perlb.........0.-6.0 000s 2.40 
Ties, white oak, Chicago, 6 in.x8 in.x8} ft... $1.50 
a 
Wire nails, base per GOIN NRE iin's, wai o 0 ee leks 3.00 
Sheet iron (28 gage), cents per lb.. 3.85 
Sheet iron, galvanized (28 gage), cents per ‘Ib. 5.00 
Galvanized barbed wire, cents per lb... 3,80 
Galvanized wire, ordinary, cents per Ib.. B35) 
Waste—New York 
Waste, wool, cents perlb.............-555 12-16 
Waste, cotton (100Jb. bale), cents per lb.: iiinee 
: RD RUe Te petaleielarsieretatet pier ave eS. ches. #6 slate for 
POVONBOE se Sees civfelesiaic sss eve cree 8-13 


Paints, Putty and Glass—New York 


Linseed oil (5 bbl. lots), pergal............ $1.11 
White lead (100]b. keg), cents per lb... 12.625 
Turpentine (bbl. lots), per gal.. $0.93 
Car window glass, (single strength), first 

three brackets, A quality, discount*... . 84.0% 
Car window glass, (single strength), first 

three brackets, B quality, discount*... . 86.0% 


Car window glass, (double etrotigeh) all 
sizes, A quality, discount*.............. 

Putty, 100]b. tins, cents per lb.. 4.75 
*These prices are f.o.b. works, boxing 


charges extra. 
Wire—New York 


Copper wire base, cents per lb.. 18.00 
Rubber-covered wire, No. 14, per il: 000 ft.. $7.45 
Weatherproof wire base, cents per Ib.. ; 18.50 


Paving Materials — 


Paving stone, granite, 4x8x4, f.o.b. 


Chicago, dressed, per sq. yd,. ta. SoC oO 

Common, persq.yd.. pecs 3.10 
Wood block ovine 3a. 16 treatment, N.Y., 

PePESY Sto fice UG 2) ENO D295 
Paving rick 33x83x4, N. Y.,per 1,000 in 

CATIOAGOtS ene ke athid ck Male trek sens ee 54.00 
Crushed stone, 3-in., carload lots, N. Y., 

EMG Cent Mapiiee ae Jha ie a ad aos 1.75 
Cement, Chicago consumers net prices, 

without AGAR SO ats oi, ata aie bs Ala 2.20 
Gravel, 3-in., cu. yds DN ES Sie Re ne a 2,25 
PAMOTOU UC ING Nc Ls sale cute bh Shes 1.25 

Old Metals—New York 

Heavy copper, cents per lb.. 11 50 
Light copper, sents per lb.. re ad Gao re 9.50 
Heavy brass, cents perlb................. 5.00 
Zine, old scrap, cents perlb............... 4.00 
Yellow brass, cents per lb. (heavy)........ 6.00 
Lead, heavy, cents perlb................- 5.25 
Stee] car axles, Chicago, net ton........... $20.25 
Old car mheclis enicaee, BOsBtON sc ceccn. 2  2ke25 
Rails (short), Chicago, gross ton. 22.25 
Rails, (relaying), Chicago, gross ton. 33.50 
Machine turnings, Chicago, net ton. 10.25 
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Rolling Stock 


Twin State Gas & Electric Company, 
Brattleboro, Vt., has ordered three buses 
costing about $6,500, with a view to 
putting these into operation on Aug. 1 
in place of the railway system. 


Southwestern Traction Company, 
Temple, Tex., suffered the loss of two 
cars by fire when lightning struck the 
power house and carhouse located be- 
tween Belton and Temple. Besides the 
two cars the fire consumed the repair 
shops, carhouse and welding plant. 


Brooklyn City Railroad, New York, 
N. Y., has ordered 200 four-motor pas- 
senger cars. They will be of the one- 
man, two-man type, arranged for dou- 
ble-end operation, with front entrance 
and center exit, the conductor to be lo- 
cated in the center well. They will be 44 
ft. long, will seat fifty-three passengers 
and have an approximate weight of 
38,000 lb. They will be fully equipped 
with Safety Car Devices Company 
devices and will also be provided with 
Westinghouse Traction Company varl- 
able load brakes. Of these cars 100 
will be built by the St. Louis Car Com- 
pany and 100 by the J. G. Brill Com- 
pany in Philadelphia. All of the trucks 
will be furnished by Brill. The West- 
inghouse and General Electric will each 
supply 400 motors of 35 hp. capacity. 
The gears furnished are to be such that 
they will be completely interchange- 
able between the two types of motors. 
All the exterior sheeting is to be 025 
copper bearing steel as a rust-resisting 
material. Delivery is expected in the 
early autumn. The detailed specifica- 
tions of the equipment are as follows: 


Bolster centers, length.......... 21 ha 


Meaeneth OVier mally orto hens ais emi clisier see st £ 
Truck WRECIDASE) min nisi ste sie the te wie teirare 5 ft. 4 in 
WWACEDUO VEL ill oye raterenateler-eeeieln tenenais 8 ft. 3 in 


Height, rail to trolley base....10 ft. 933 in. 


5 2455 6 ge IE eS eatery Sew) Cero eee TEC Steel 
THESTIOB MELINA Morseinriere eater] Saekatels Mahogany 
Headlining, ......... - Agasote and Nevasplit 
RROOL: 6 2 ieae occ lalaiatals uk siey sinistel ayes salle s erarewe Arch 
Armature. bearingS .....-..-+2seeeee Plain 
ASICS Re avert rote erenataraters = lelexs Heat treated 
LBWoieapNv dh ola gsccqu soon oo ser 7-in. Hedley 


Signals.Consolidated Car Heating Company 
Cart trimmimes) Si). eas nese Statuary bronze 
Center and side bearings. . Brill oil retaining 
Conduits and junction boxes. .Crouse-Hinds 
Control K-72-A 


COUDIELS Meverareleieiereeperais eis het Emergency only 
CUrtainsA tures: sities savin Ae les chs eceuene Crown 
GCurtaintmaterial iis bcca tiene weds Pantasote 


Designation signs ...... Hunter Illuminated 
Door operating mechanism............ 
....Consolidated Car Heating Company 
Fare boxes f 2 
....Brooklyn Elec. Registering Coin Box 
Fenders..... Root Spring Scraper Company 
Geéarsvand pinions: 5 sis iecete eo ielelereterele 
Marskereqniels G.E. Grade M, West. Grade BP 
Hand brakes .:.......... Peacock Staffless 
Heater equipment Gold Hlectric 
Headlights! “messin Crouse-Hinds Type ZP 
Journal bearings) = 26. icssase sels A. HE. R. A. 
POULNAT DEKES™ Saline aie seein ea eee Brill 
... West. MP and G.H#, 


LOCOS: sveccew vunete err eee West.-510, G.H.-265 
NEGCORS aisbisvade: shatae w siete ean aaa Inside hung 
Registers ..International solenoid operated 
Sanders: csc it osmosis Ohio Brass 
Sash fixtures +. .00o. wee O. M. Edwards 
SOAS on lspsye tee Spire ahiceis: ac teosererearen: Reversible 


Seating material 
Slack adjuster 
eto ha American Brake Company Type J 


Springs's-.15 ssh urns ele eee eines Brill 
Step treads. ).2.) eset on neers Feralun 
Trolley catchers or retrievers........e. 


OOO Pao Goan Ohio Brass Form M-1 
Trolley base......... Ohio Brass Form M-1 
Trolley wheels or shoes........ 5-in. wheel 
TRUCKS 5. i's-c hem aasven oe ae eee Brill 77-B-1 
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Wheel si Sates ciara eb cista, suctare 26-in. rolled steel 


Lighting fixtures ‘ 
Dayton Manufacturing Company 


In addition to the above motor cars 
the Brooklyn City Railroad. some time 
ago placed an order with the Westing- 
house Company for motors to equip 
fifty-four existing center entrance trail- 
ers built in 1919 and seating sixty-two 
passengers. The details as to the 
equipment for converting these cars 
into double-end motor cars are: 


Motors...Two Westinghouse 535-A per car 


Druck. oeciuee Breit eek eke --- Brill 62-H-1 
Control Sie epemriecen Westinghouse K-68-A 
Airs br akesatartyec etek G.E. Comp. CP-27-B 
Fenders ...Root Spring Scraper Company 


Hank brakes mane en.caucc Peacock Staffless 
ProlleyjDASEB MA inc ccioeie ines «seks U. §.-11 
Trolley catchers 

Lightning arresters........ West. Type MP 
Registers ..International solenoid operated 


Se ee 


Track and Line 


Madison Street Railway has begun 
the work of doubling its track on East 
Johnson Street. New ties, ballast and 
rail will be installed. 


Fort William Electric Street Railway, 
Fort William, Ont., expects to electrify 
5 miles of steam railway. The company 
announces that it will be in the market 
for bonding material, trolley and feed 
wire, crossarms and brackets, etc. 


Kentucky Traction & Terminal Com- 
pany, Lexington, Ky., is installing for 
the new light-weight one-man city cars 
ordered in January new passing sidings, 
two new turning point wyes. The ma- 
terial was contracted for and received. 

Southern Public Utilities Company, 
Charlotte, N. C., will spend $18,000 for 
track work. The program in accordance 
with the city paving plan will mean the 
rebuilding and paving of nine blocks 
of track. The first three blocks of this 
paving have been completed. 


Abilene Street Railway is building a 
line to McMurray College, a new educa- 
tional institution established by the 
Methodist Church on the outskirts of 
the city of Abilene. The new line will 
be about 1 mile long and will be ready 
for operation by next September. 
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Power Houses, Shops and 
Buildings : 


Milwaukee Northern Railway, Cedar- 
burg, Wis., expects to erect in the near 
future an adequate passenger station 
in Sheboygan. 

Milwaukee Electric Railway & Light 
Company suffered the loss of electrical 
equipment and other supplies valued 
at not more than $40,000 when the pub- 
lic service building caught fire on June 
27. Damage to the building amounted 
to about $75,000, covered by insurance. 

New Jersey & Pennsylvania Traction 
Company, Trenton, N. J., has abandoned 
its power station at Yardley, Pa., and 
is now purchasing current from the 


Phoenixville, Pa., Electric Company.. 


The current is being sent more than 40 
miles to the New Jersey territory. The 


company will continue to maintain its 
substations and will keep the plant at — 


Yardley for emergency purposes. 
Trenton & Mercer County Traction 
Corporation, Trenton, N. J., has pur- 
chased a large plot of ground on Perry 
Street, near the center of the city, and 
will erect a terminal on the site. It is 
the plan of the company to build a 
modern terminal, one which will be used 
not only for the housing of suburban 
cars, but for transfer points and as a 
central office for the company. If the 
company is granted a franchise by the 
city to operate buses the site will also 
be used as a terminal for bus routes 
and as a storage yard for cars for 
emergency service. The proposed bus 


Service is to be established by the Cen- 


tral Transportation Company. 


Trade Notes 


George H. Hawley has been appointed 
manager of the metal departments of 


the Standard Underground Cable Com- | 


pany’s Perth Amboy, N. J., works, to fill 


‘the vacany caused by the death of C. C. 


Baldwin. Mr. Hawley has been pro- 
duction manager for the past three 
years of the departments in question, 
which include the melting furnaces, rod, 
wire brass and tube mills, and those 
for the manufacture of weatherproof 
and magnet wire. He has had an un- 
usually wide experience in such work 
and before going with the Standard 
company was connected- with the Na- 
tional Conduit & Cable Company at 


._Hastings-on-the-Hudson, and for many 


years prior with the American Brass 
Company at Ansonia. 


Mamolith Carbon Paint Company, 
Cincinnati, Ohio, has been sold to J. H. 
Kresge, president of the Kresge Coal & 
Mining Company, Pittston, Pa. The 
sale, which involves approximately 
$300,000, includes the plant, equipment, 
paint formulas and carbon mines of the 
company in Arkansas. At present the 
company is incorporated under the 
laws of Missouri with a capital of $200,- 
000. The Missouri charter will be sur- 
rendered by the new owners and the 
company incorporated under the laws 
of Ohio with a capitalization of $500,- 
000. Mr. Kresge will be president, Mr. 
Dresbach treasurer and Mr. Clements 
vice-president and general manager. 
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New Advertising Literature 


Combustion Engineering Company 
has published a folder describing the 
type K stokers for operating boilers 
ranging up to 200 hp. 

A. Gilbert & Sons Brass Foundry 
Company, St. Louis, Mo., has just 
issued a new catalog descriptive of Gil- 
bert’s electric railway specialties for 
motors, overhead line material, steam 
locomotives. and cars. This includes 
such parts as trolley wheels, armatures 
and axle bearings and brasses, babbitt 
and anti-friction bearing metals, trolley 
frogs, ears and splicers. 
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